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Millions of additional hungry mouths today call out to Montana, Washington, Minnesota, Oregon and Idaho 
America for food. And when this war is over, America produced 342,668,000 bushels of wheat . . . more than 
will have to feed many millions more—as many as three one-third of the total U. S. wheat crop! Much of it rolled 


hundred million, some experts estimate. to elevators and mills via Northern Pacific Railway. 

To fill today’s staggering orders—and in anticipation Again this year, millions of acres of wheat are being 
of future needs—farmers throughout the nation are go- _ sown in the Northwest—wheat that will roll swiftly to 
ing all-out, nowhere with more grim determination than our Allies throughout the world, as well as to our own 
in the wheat country of the Northwest. armed forces and civilians, over the “Main Street of 





Last year, for example, the states of North Dakota, the Northwest”’. 
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HOW ELSE could you 


move 25 million tons a day? 
























ODERN WARFARE demands production 

and transportation on a scale that nobody 
dreamed of a few years ago. And railroads are 
the mainspring in this war of movement. 
Suppose, for a moment, that there were none! th 
What would happen? 


u 
No railroads . . . soon, no war production. For ; 
who but the railroads could handle war traffic 
in the necessary volume of 25 million tons a day? ch 
Who would take to factories the coal and raw su 
materials they must have? Who would deliver Bi 


the heavy tools of battle? 


Shipyards would stop work, for lack of materials 

and parts. Troops would have to be transported - 
in small numbers by jeep and truck and plane. 

But on the railroad they move at the rate of over 

a million a month! 


Transports would lie idle in our harbors. Food 
would rot on the farms and lie in choked ware- 
houses. Supplies and munitions for our forces 
and allies would quickly be used up—never to 
be replaced. Armies would collapse .. . 


But the railroads are on the job! And they'll 
continue to give their all to this tremendous task 
...every minute of every hour ... hauling freight 
at the rate of a million and a quarter tons a mile 
every minute —1,440 minutes every day! 
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ONE OF AMERICA’S RAILROADS — 


HA United for Victory 


























aro 





duction 

nobody 
oads are 
vement, 
‘e none! 





ion. For 
ir traffic 
1s a day? 
and raw 
1 deliver 


naterials 
nsported 
id plane. 
e of over 


yrs. Food 
ed ware- 
ur forces 
-never to 


id they'll 
dous task 
ig freight 
ns a mile 
sry day! 


LINES 





We have commented several times on the stratos- 
® pheric flights of the imagination being indulged 
in by many who are considering the possibilities and 
probabilities of air transport after the war. We may 
say that most of these fantasies exist in the minds, not 
of practical air transport men, who are, so far as our 
observation goes, pretty sane on the subject, but of 
men who are so-called “students” of the subject but 
who ought to know better. 

For instance, in a recent radio discussion of the 
subject, a college professor enthusiast, who admitted 
that he was viewing the matter from the purely “‘social”’ 
aspect, drew a picture of practically every man who 
now owns and operates an automobile—or who did 
operate one before rationing—doing the same thing 
with an air “‘flivver,” leaving his home in the morning 
and going to work in his own plane, alighting on the 
roof of the office building where he is employed, and 
then taking the elevator down to his floor, instead of 
up to his office, as now. 

We do not dispute the possibility of such air ma- 
chines nor that they would be within the range of 
such citizens, both as to cost and ability to operate. 
But imagine twenty residents of a city block in one 
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of our suburbs all rising into the air at eight o’clock 
in the morning—and the residents of all the other 
blocks doing the same thing—and then winging their 
way to work. The back yards of the suburbanites would 
be strewn with wreckage and the undertakers would 
do a thriving business. And then imagine a thousand 
or five hundred such flyers who work in the same 
building alighting on the roof of that building at the 
same time and parking their flivvers! 

Of course, these dreamers have an answer for that. 
Cities would have to be made over and spread out to 
avoid this congestion at the landing places. We would 
have fewer large cities, smaller office buildings, and 
business concerns grouped around large open spaces 
or parks to accommodate this new mode of getting to 
work or to pleasure. In other words, the flying would 
be the essential thing and everything else would have 
to be changed to accord with the new order. 

Fantastic as these ideas seem to men with prac- 
tical minds, they are, perhaps, no more fantastic than 
some of the other ideas being advanced with respect 
to commercial air transport. The theory seems to be 
that, because, due to the war effort, we shall have, 
after the war, thousands of air planes that have been 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, of patchwork amend- 
ment of the old law to make it apply te new transport 
agencies; less, of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un 
biased investigation as te whether commercial moter vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport fer the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and ce- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission com ef men, 
not only of good character and general ability, but with seme 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound publie policy. 

Revision of railroad working rules and agreements to 
prevent pay fer work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to > A the sort of service that wil) 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only te expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress te make recom- 
mendations fer legislation. 
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Move the Commission te Chicago. 
Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, 
peal the land grant rate law. 
Abolish circuitous routing of freight. 
free passenger transportatien. 
No Pullman reservations witheut cash for tickets. 
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made for war purposes, many huge factories that have 
been turning them out, and thousands of young men 
who have been taught to fly them, we shall have to 
find commercial uses for the planes, and the factories, 
and the flyers—indeed, that it naturally follows that 
they will all be used. 

We beg to point out that there is no more sense 
to this idea than there would be to the suggestion that, 
because we have built tanks and submarines and manu- 
factured cannon and ammunition, we must go on doing 
that after the war so that the skill of men who have 
been so employed and the factories in which they have 
been employed may continue to be utilized—or that 
soldiers must keep on fighting because that is what 
they have been trained, at great expense, to do. 

After the war a lot of this sort of thing will have 
to be scrapped. Our national defense program should, 
of course, provide for an adequate force of air planes 
and flyers, as of cannon and ammunition, but defense 
or war needs must not be confused with commercial 
needs. The commercial air plane will be just what the 
commercial demand for it makes it—no more and no 
less. There is, we believe, room for great development 
of air transportation. Practical men themselves see 
this, but they are modest and sensible in their. predic- 
tions and hopes. There should not even be anything 
like subsidy to promote commercial aviation. It is 
worth while only to the extent that it can stand on its 
own feet. There would be no sense in taxing citizens 
generally so that some would be able to travel or ship 
by air rather than by rail, or motor, or water. 


Air Mail Service 


It develops (see Traffic World, March 6, page 533) 

® that, while no public announcement has been made 

by the government, users of air mail service have no 

assurance that the letters they post with air mail 

stamps will not be carried by train, civilian air mail 
being subject to military priorities. 

Our advice to users of air mail is, therefore, to do 
what we do, especially with respect to mail to and from 
Washington, D. C. That is, when anything on which 
speed is desired (and, of course, if speed were not de- 
sired, the air mail would not be used at all) is sent air 
mail, it is duplicated by train mail, because, when air 
mail is diverted to train service, it often is carried by a 
later train than if it had been intended for train service 
in the first place. It is frequently our experience, for 
instance, that a train mail duplicate of an air mail letter 
or package reaches us hours before the air mail arrives. 

Of course—though the government has made no 
formal announcement in this respect, either—it is pos- 
sible for one whose air mail has been forwarded by 
train to make a claim and collect for the excess postage 
—but who wants to go to all that trouble for a few 
cents? It is not the money but the service that is at 
stake. Therefore, don’t use air mail under the impres- 
sion that you are necessarily getting speed, and when 
you do use it on the chance that you will get the speed, 
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duplicate it by train mail so that you will get better 
speed than if the air mail is diverted to train. 

We can have no objection to military priorities in 
air mail, when military necessity is really involved, but 
we have an idea that much of the stuff that moves 
under priorities is of little consequence so far as the 
necessity for speed in transmission is concerned, but is 
just assumed to be important because the army says so. 
Our experience with transportation priorities has been 
of a kind to make us exceedingly skeptical. 


Cooperation versus Compulsion 


The farther we go in this wartime rationing and 

economy of various kinds, the more disgusted we 
become with the appeal that such things should be left 
to “‘voluntary cooperation” rather than compulsion or 
“regimentation.” 

Do you know of anyone who has no necessary use 
for his automobile but who asks for a “B card,” just 
because he is connected with a concern doing “war 
work” and doesn’t like the inconvenience of going to 
business by street car or bus or wants to use his car 
for pleasure? Do you know of anyone who has a sugar 
or coffee ration book and doesn’t need it because he 
lives at a hotel, but who buys what his ration card 
entitles him to and transfers it to someone else? Do 
you know of anyone who does the same thing with 
gasoline he does not use? Do you know of any railroad 
man, for instance, who should know the need for re- 
fraining from pleasure travel but who, nevertheless, 
takes a vacation in Florida, or California, or Arizona, 
not only occupying space that we are asked to conserve, 
but doing it on a pass? Of course you do. Why, then, 
talk about the “willingness of the public to cooperate?” 
The only way to bring about rationing and conservation 
is by laying down the law and strictly enforcing it. One 
who intends to obey anyhow can have no objection and 
no attention need be paid to the feelings of those who 
will not cooperate if they can find a way to do otherwise. 

The “educational” efforts that advocates of mere 
voluntary cooperation say is the only requisite for ob- 
taining that cooperation should be devoted to proving 
the necessity and wisdom of the orders. Much of the 
opposition to them and failure to obey them results 
from a feeling that they are not necessary or are poorly 
and wastefully administered; at least, that is a con- 
venient “alibi” for those who do not “go along’; but 
would these persons be any more likely to approve 
“requests” than to comply with orders? 


“Bunk’? About Labor 


We have frequently commented on the actions and 

words of Joseph B. Eastman, Director of the Office 

of Defense Transportation, sometimes favorably and 

sometimes unfavorably, but never before, we believe, 

have we had occasion to accuse him of insincerity. But 

in a recent address to a Philadelphia audience in which 
(Continued on page 588) 
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Decisions of Interstate Commerce Commission 


Railroad, Water, and Motor Transport 





Southern Pacifie Notes 


“It is assumed that hereafter railroads will, in most in- 
stances, finance the acquisition of equipment through equip- 
ment trust agreements and leases rather than through condi- 
tional sale contracts; and that if they elect the latter or some 
other method they will not expect us to authorize the issue of 
notes in respect of any such obligations incurred after Jan- 
uary 1, 1943.” 

The above statement was made by division 4 of the Com- 
mission, in a report in Finance No. 14110, Southern Pacific 
Notes, in which the Southern Pacific was granted authority 
to issue not exceeding $6,095,566.62 aggregate face amount of 
promisory notes in evidence of, but not in payment for, the 
unpaid principal on various equipment contracts under which 
the railroad had purchased certain Diesel locomotives, flat cars, 
gondolas, ballast cars, and cabooses. The report said that the 
railroad proposed to issue the notes as additional evidence of 
the unpaid balance, in order to eliminate the doubt as to 
whether the indebtedness incurred under conditional sale con- 
tracts constituted “borrowed capital” within the provisions of 
the excess profits tax law, and to effect a substantial net sav- 
ing in 1943 and in any subsequent year in which the applicant 
— — to excess profits taxes (see Traffic World, Feb. 

, P. . 

The report said that, following the decision of the Com- 
mission on June 21, 1939, in Lehigh Valley Railroad Co. Con- 
ditional Sale Contract, 233 I. C. C. 359, in which it expressed 
the opinion that a conditional sale contract was not a security 
within the meaning of section 20a of the act, and therefore that 
the Commission had no jurisdiction over the execution thereof, 
many railroads purchased a large number of units of equip- 
ment under conditional sale contracts and lease agreements. 
By these methods, the report said, the railroads in many in- 
stances avoided the making of initial cash payments in respect 
of the purchase price of the equipment, and the deferred pay- 
ment were made monthly instead of annually or semi-annually. 
The report continued: 


They also avoided our scrutiny of the reasonableness of the prices 
to be paid for the equipment, the offering of securities representing 
the unpaid portion of the purchase price for sale through competitive 
bidding, and our approval of the selling price. However, as we have 
already indicated, carriers subject to excess profits taxes now deem 
it advisable to have the remaining unpaid obligations represented by 
such conditional sale contracts and lease agreements represented also 
by promissory notes, authority to issue which must be obtained from 
us under the provisions of section 20a. 





PENNSYLVANIA EQUIPMENT CERTIFICATES 


The Commission, by a report and order in Finance No. 
14109, Pennsylvania Railroad Co. Equipment Trust Certificates, 
has granted the railroad authority to assume obligation and 
liability in respect of not exceeding $6,450,000 of its equipment 
trust certificates, series N, to be issued by the Fidelity-Phil- 
adelphia Trust Co., as trustee, and sold at 100.771 and accrued 
dividends. In its application the railroad said it desired to 
obtain, through an equipment trust lease, the use’ and ultimate 
ownership of 5 electric passenger locomotives, 51 steam loco- 
motives and tenders, 30 steam locomotive tenders, 6 Diesel- 
electric switching locomotives, and 1,000 gondola cars (see 
Traffic World, Feb. 13, p. 370). 


WHEELING STEUBENVILLE MOTOR RIGHTS 

The Commission, division 4, by a report in MC F-2025, 
Ted N. Moyers, et al.—Purchase—Sheridan L. Moyers and 
Henry J. Meyn (Ralph L. Miller, Trustee), has approved and 
authorized the purchase of the operating rights of Moyers and 
Meyn, doing business as Wheeling Steubenville Transfer Co., 
of Wheeling, W. Va., by Ted N. Moyers, Edward W. Moyers, 
and Frank Zickefoose, doing business as Wheeling Steuben- 
ville Truck Service, also of Wheeling, subject to condition. 


SHORT LINE RAILROAD CLAIMS 

The Commission, division 4, by a report in Finance No. 
9758, California Western Railroad & Navigation Co. Deficit 
Settlement, has ascertained that the amount due to the rail- 
road, in payment of deficits in railway operating income during 
the federal-control period, under section 204 of the Transpor- 
tation Act, 1920, as amended Jan. 7, 1941, was $16,161.33. From 
this amount, the report said, nothing was deductible as due to 





the President, as operator of the transportation systems under 
federal control, on account of traffic balances or other indebt- 
edness. Commissioner Miller dissented. 


P. L. & W. PURCHASE 


In a second supplemental report in Finance No. 13496, 
Pittsburgh, Lisbon & Western Railroad Co. Purchase, Etc., 
embracing Finance No. 13495, Pittsburgh, Lisbon & Western 
Railroad Co. Note, the Commission has authorized the P. L. 
& W. to purchase and operate the line of the Youngstown & 
Suburban Railway Co., extending from Signal to Columbiana, 
O., approximately 6.5 miles, and to issue an unsecured nego- 
tiable promissory note of $378,000 in payment for the line. In 
so doing, the Commission revoked a condition heretofore 
imposed that the P. L. & W. acquire and operate a line of 
railroad operated privately by the Pittsburgh Coal Co., extend- 
ing from Smith’s Ferry, Pa., to Negley, O. As a condition 
precedent to the acquisition of the private line, applicant sought 
an adjustment of interstate switching rates in the Youngstown 
district, to which objection was made by intervening interests. 
The Commission said it deemed it desirable to dispose of the 
applications for purchase of the Youngstown line and issuance 
of the note without “further delay,” But, it said, it should 
be understood that such action was taken without prejudice to 
the right of applicant, if it so desired, to file appropriate 
applications to acquire and operate the private line and also 
to institute appropriate proceedings before the Commission 
for the adjustment of the Youngstown switching rates. Approval 
of the purchase and operation of the Youngstown line is subject 
to reservation of jurisdiction for protection of employes in- 
volved. 


ERIE BOND SALE 

Saying that while the reduction in cash incident to pur- 
chasing $14,000,000 of collateral trust note from the Recon- 
struction Finance Corporation might justify replenishing the 
Erie’s treasury, it was not necessary to do so to the extent 
proposed, the Commission, by division 4, in a report in Finance 
No. 14106, Erie Railroad Co. Proposed Bonds, has denied an 
application of the Erie for authority to issue $14,000,000 of 
first consolidated mortgage 3% per cent bonds, series B, as 
not meeting the requirements of section 20a of the interstate 
commerce act (see Traffic World, March 6, p. 527). 

The Erie had entered into an arrangement with Morgan 
Stanley & Co., Inc., as underwriters of the bond issue, and 
the offered price of 96, at the time when the directors decided 
to accept it, was a good price, the report said. It added that if 
the adequacy and fairness of the price were the only things 
to be considered “‘we could, perhaps, approve the application.” 
However, the Commission said, it was not convinced that the 
probable cost to the Erie of changing creditors was justified, 
nor that if the R. F. C. was paid off the entire $14,000,000 debt 
“should be recreated.” It added that the costs immediately 
related to the proposed transactions would exceed any direct 
benefits therefrom. 

The report said that the evidence to the effect that the 
Erie managers considered themselves obligated to carry out 
the arrangements made with Morgan Stanley & Co., Inc., to 
sell at 96, because of the stage to which these arrangements 
had progressed when “they learned of the possibility of a 
somewhat better price,” was more impressive than the evidence 
the record afforded of any danger that underwriters were 
age 2 injure the Erie’s credit by paying it too much for 
its bonds. 


Railroad Abandonments 


At request of applicants, the Commission, division 4, by 
an order in Finance No. 14066, Grand Rapids & Indiana Rail- 
way Co. et al. Abandonment, has dismissed without prejudice 
the application of the Grand Rapids & Indiana Railway Co., and 
the Pennsylvania Railroad Co., lessee, for a certificate permit- 
ting abandonment of the Missaukee branch, Lake City branch, 
and Veneer branch, in Wexford and Missaukee counties, Mich. 

D. & R. G. W. 

By a report and certificate in Finance No. 14097, Denver 
& Rio Grande Western Railroad Co. Trustees Abandonment, 
the Commission, division 4, has permitted abandonment by the 
trustees of the D. & R. G. W. of the portion of the so-called 
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Little Cottonwood branch line in Salt Lake county, Utah, ex- 
tending 7,118 feet from Sandy to Sand Pit. 


C. St. P. M. and O. 


The Commission, division 4, by a report and certificate in 
Finance No. 14024, Chicago, St. Paul, Minneapolis & Omaha 
Railway Co. Abandonment, has permitted abandonment by the 
railroad of a part of its so-called Hannibal branch, extending 
from Cornell to Holcome, in Chippewa county, Wis., approx- 
imately 4.68 miles. The report said that traffic was insufficient 
to support operation of the line. As requested, the Commis- 
sion said it would reserve jurisdiction for two years to con- 
sider the question of whether conditions should be imposed 
po the protection of employes adversely affected by the aban- 

onment. 


Buffalo & Susquehanna 


Examiner W. J. Schutrumpf, in a proposed report in Fi- 
nance No. 13988, Buffalo & Susquehanna Railroad Corporation 
et al. Abandonment, has recommended that division 4 of the 
Commission permit abandonment by the Buffalo & Susquehanna, 
and abandonment of operation by the B. & O., of a line of railroad 
extending from a point near Sinnamahoning to a point near 
Burrows, 44.66 miles, referred to as main line, and the so- 
called Austin branch line extending from Wharton to Austin, 
approximately 9 miles, all in Cameron and Potter counties, Pa. 
The report said that these lines were damaged by flood in July, 
1942, and that it would require an expenditure of $657,912 
merely to restore the sections to their original locations, which, 
it said, would not remove the hazard of future flood damages. 
Net salvage value of the lines, the report said, would be 
$138,891. Traffic on the main line involved, it said, was now be- 
ing adequately handled over other routes. It recommended 
that if division 4 was of the opinion that protection should be 
afforded the employes involved, it give them and the B. & O. 
90 days within which to arrive at an agreement, and if they 
were not able to do so, that the proceeding be reopened for 
the sole purpose of imposing conditions with respect to pro- 
tection for the workers. 

Newaukum Valley 


By a report and certificate in Finance No. 14090, Newau- 
kum Valley Railroad Co. Abandonment, the Commission, divi- 
sion 4, has permitted abandonment by the Newaukum Valley 
of its entire line of railroad in Lewis county, Wash., extending 
from Napavine to Onalaska, 10.62 miles. 


P. O. and D. 


The Commission, by a report and certificate in Finance No. 
13940, Pennsylvania, Ohio & Detroit Railroad Co. et al. Aban- 
donment, has permitted abandonment by the railroad of a 
branch line of railroad, extending from Loudonville to Brink- 
haven, in Ashland, Holmes, and Knox counties, Ohio, approxi- 
mately 17 miles, and abandonment of operation thereof by the 
Pennsylvania Railroad Co., lessee. 

c. B. & Q. 

By an order in Finance No. 13737, Chicago, Burlington & 
Quincy Railroad Co. Abandonment, involving abandonment of 
a segment of the railroad from Moulton to Sedan, Ia., approxi- 
mately 5 miles, and abandonment of trackage rights of the 
road from Moulton to Bloomfield, Ia., approximately 15 miles, 
the Commission has revoked the certificate permitting abandon- 
ment, issued by division 4 on Jan. 13. The order said the cer- 
tificate was revoked on consideration of the petition of protes- 
tants for a rehearing, and of the answer of the applicant to 
that petition. Protestant Iowa interests had said that no suffi- 
cient consideration was given to the need for the segment on 
account of the war, and that since the hearing the increased 
demand on all forms of labor, industry and transportation made 
it vitally necessary to continue the line (see Traffic World, Feb. 
13, p. 357). 

P. R. R. Et Al. 


The Western New York & Pennsylvania Railway Co., and 
the Pennsylvania Railroad Co., lessee, jointly have asked the 
Commission, in Finance No. 14140, for a certificate permitting 
abandonment of the former’s Clermont branch in McKean 
county, Pa., between Crosby and the terminus at Clermont, 
approximately 8 miles, and abandonment of operations there- 
over by the latter. Applicants said the line was so badly dam- 
aged by floods in the summer of 1942 that the cost of restoring 
it to serviceable condition was not warranted in view of the 
volume of traffic that had been handled thereover in recent 
years. Abandonment would release for more essential purposes 
— having a total salvage value of about $32,000, it was 
stated. 

Long Island Railroad 


The War Production Board has requisitioned 4% miles of 
trackage of the Central branch of the Long Island Railroad, 
between Salisbury Plaines and Bethpage Junction, N. Y., ac- 
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cording to information obtained at the board. It was stated 
that the branch now requisitioned had not been in operation 
for about 10 years. 


N. M. Central 


The Commission, division 4, by a report and certificate in 
Finance No. 13831, New Mexico Central Railway Co. et al. 
Abandonment, has permitted abandonment by the New Mexico 
Central, and abandonment of operation by the Santa Fe, lessee, 
of a portion of a branch line extending from Moriarity to the 
end of the branch at Stanley, in Torrance and Santa Fe 
counties, N. M., approximately 11.60 miles. The report said 
that loss of traffic from low grade gold and silver ore mines 
about 20 miles west of Stanley, which were closed in 1941, 
precluded profitable operation of the line in the future. Net 
salvage value of the recoverable material from the line, the 
report said, was estimated at $45,642. The Commission will 
reserve jurisdiction for two years to consider whether condi- 
tions should be imposed for the protection of employes ad- 
versely affected by the abandonment, it said. 


Rail Requisitions and Abandonments 


R. S. Outlaw, general attorney, Santa Fe System, discussed 
problems arising out of the power of the federal government 
to requisition railroad tracks in the war period, in a talk before 
the Chicago regional chapter of the Association of Interstate 
Commerce Commission Practitioners at a luncheon meeting 
March 5. The Metals Reserve Corporation, acting on behalf 
of the War Production Board, could, at present, he said, requisi- 
tion railroad tracks, regardless of whether or not the Commis- 
sion authorized a railroad to abandon operations over such 
tracks. He said he did not believe the railroads at present were 
subject to penalties prescribed under the act for discontinuing 
operations over a line, requisitioned by the Metals Reserve 
Company, because the federal government itself, and not the 
railroad, caused the cessation of operations. The situation after 
the war, when materials needed for rebuilding such lines would 
be available, would be different, however, said he. He predicted 
that the Commission would adopt the procedure of holding re- 
hearings in cases where it had, in the war period, refused to 
sanction abandonments, and would in some cases authorize 
abandonment on finding that the cost of reconstruction was 
out of proportion to the need of the public for use of such 
lines. In other cases, he said, the Commission would again 
refuse to sanction the abandonments, on finding the operations 
of value to the public, and the railroads would have to recon- 
struct the abandoned lines. He said it was probable that the 
federal government would be required under the law to bear 
part of the expense of reconstruction where relocation of the 
line was necessary, or where the cost of reconstruction ex- 
ceeded salvage payments received by the railroads for material 
requisitioned. 


Commission Reports 


(An asterisk before the docket number means that the report 
wilt not be printed im full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained bu vrompt application to the Commission.) 


Acetic Acid 


I. and S. No. 5138, Acetic Acid, Texas City to South 
Charleston, embracing fourth section application No. 19889, of 
the same title. By division 2. Proposed reduced rate of 40 
cents, plus general increase of 2 cents, on acetic acid, glacial 
or liquid, and acetic anhydride, in tank cars, from Texas City, 
Tex., to South Charleston, W. Va., found in violation of the 
long-and-short-haul part of the fourth section, without justifi- 
cation. 
April 10 and suspension proceeding discontinued. Fourth sec- 
tion authority to establish and maintain the rate, denied. The 
report said that under normal conditions some measure of re- 
lief would be justified on the record, but conditions were not 
normal. It said the present war emergency required complete 
utilization of all available railroad equipment, particularly 
tank cars, and that the movement of acid from Texas City to 
South Charleston could be handled adequately by barges which 
had been constructed by the Carbide & Carbon Chemicals Cor- 
poration particularly for that traffic. That, it added, would 
release railroad equipment for the transportation of acids to 
and from points where water transportation was not available. 


All-Water Class Rates 
I. and S. No. 5161, Class Rates Between Ohio River Points. 
By division 2. Schedules of Greene Line Steamers, Inc., OP- 
erating between Louisville, Ky., and Huntington, W. Va., pro- 
posing a revision of certain of its all-water class rates door-to- 
door transportation of various commodities between certain 
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Ohio River points, resulting in some increases and some re- 
ductions, just and reasonable. Order suspending operation of 
the schedules until June 6, vacated and proceeding discontinued. 
The schedules were suspended on protest, as to the increases, 
by the Office of Price Administration, Director of Economic 
Stabilization. The report said there was no indication that 
the rates as proposed to be increased would be on a level 
higher than those of any other carrier for comparable service. 
In general, it added, they were about 10 per cent lower than 
corresponding rates of competing motor carriers, and some 
were more than 10 per cent lower than the corresponding all- 
rail rates. 


Commission Motor Reports 


{ms esterisk before the docket number means that the report 
wiht not be printed in full in the permanent series of motor cerrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 79775, Surratt Motor Lines, Inc., Charlotte, N. C., 
common carrier. Certificate denied under the “grandfather” 
clause. General commodities between points in N. C., S. C. 
and Va. 

*MC 68962, Valentine William Murtha, Maspeth, N. Y., 
contract carrier. Permit granted. Specified commodities, Mas- 
peth, N. Y., to points in Conn., Mass., N. H., N. Y. and R. I. 

*MC 95616, Steverson & Son, Springfield, S. C., common 
carrier. On further hearing, prior reports, 18 M. C. C. 233, 
and 24 M. C. C. 66, modified, and certificate granted as to Ag- 
ricultural commodities, from Columbia, S. C., and points within 
10 miles thereof, and Springfield, S. C., and points within 25 
miles thereof, to Norfolk, Va., Washington, D. C., Baltimore, 
Md., Philadelphia, Pa., and New York, N. Y.; general commodi- 
ties, with exceptions, from New York, Newark, N. J., Phil- 
adelphia, Baltimore, Washington and Norfolk to Columbia and 
points within 10 miles thereof, and Springfield and points within 
25 miles thereof; and alcoholic liquors, from Relay and St. 
Denis, Md., to Columbia, over irregular routes, through N. C.,, 
and Del. 

*MC 103248, Sub. 1, Petroleum Transport, Inc., Madison, 
Wis., extension. Certificate denied. Petroleum products in 
bulk, in tank trucks, and lubricating oils and petroleum greases 
in containers (when carried on tank trucks in connection with 
transportation of petroleum products in such trucks), and 
empty containers for, and rejected shipments, of the commodi- 
ties described, to and from specified points in Ill., Ind., Minn. 
and Wis. 


*MC 42487, Sub. 15, Consolidated Freightways, Inc., Port- 
land, Ore., extension, embracing Sub. Nos. 18, 19 and 20, Same, 
extensions, and MC 9115, Sub. 1, Oregon-Nevada-California 
Fast Freight, Inc., extension. Certificates granted as to opera- 
tion by Consolidated as a common carrier of general commodi- 
ties, with exceptions, between specified points in Calif. and Ore., 
and operation by Oregon-Nevada-California as a common car- 
rier of general commodities, with exceptions, between specified 
points in Ore. 

MC 78615, Cater Transfer & Storage Co., Inc., Spokane, 
Wash., broker application. Application denied on finding that 
operations by applicant as a broker of transportation by motor 
vehicle would not be consistent with the public interest. The 
report said that, as applicant performed the transportation for 
which it acted as a broker, through a subsidiary, and as such 
subsidiary was favored wherever possible, it appeared that for 
all practical purposes applicant’s subsidiary was essentially an 
operating facility of, and in reality a transportation depart- 
ment of, applicant in connection with its warehousing opera- 
tion. The opportunity for rate discrimination, it said, would 
be ever present. 

MC 11207, Deaton Truck Lines, Inc. (Successor in Interest 
to C. D. Eaton), Birmingham, Ala., common carrier, embrac‘ng 
MC 11207, Sub. 1, Same, Extension, and MC 11207, Sub. 3. 
Same, Extension. Certificate granted, on reconsideration, and 
findings in prior report, 32 M.C.C. 89, modified. In MC 11207, 
continuance in operation, specified commodities, between points 
in Ala., Ga., Fla., S. C., N. C., Ky., Tenn., Miss., and La., over 
regular routes; in MC 11207, certificate denied as to general 
Commodities between points in the aforementioned states, and 
Ark., over irregular routes; in MC 11207, Sub. 3, public con- 
venience and necessity found to require operation, as to speci- 

ed commodities, between points in the aforementioned states, 
over irregular routes. 

MC 17357, McCoy Truck Lines, Inc., Chicago, III., common 
Carrier, embracing MC 17357 (BMC 8) Same, Extension. Cer- 
tificate granted, on further hearing. Continuance in operation, 
general commodities, with exceptions, between Cedar Falls and 

t. Dodge, Ia., over U. S. highway 20, serving all intermediate 









577 


points. Findings in prior reports, 6 M.C.C. 289, and 26 M.C.C. 
585, modified. 

MC 26876, Brashear Freight Lines, Inc., St. Louis, Mo., com- 
mon carrier, embracing MC 26876, Sub. 1, Same, Extension, 
and MC 77326, Brashear Truck Co., Contract Carrier Applica- 
tion. Proposals by applicants to amend applications in Nos. MC 
26876 and MC 26876, Sub. 1, to eliminate opportunities for 
preferences and discriminations in connection with dual opera- 
tions found not to accomplish that purpose, and disapproved. 
Applicants, and Kern, Inc., controlled by Brashear Freight 
Lines, Inc., required to file amended petitions, or to elect be- 
tween certificate and permit, on or before April 21, 1943. Com- 
missioner Patterson dissented. Prior report, 33 M.C.C. 279. 

MC 68715, Sub. 1, Summit Fast Freight, Inc., Akron, Ohio, 
common carrier, embracing MC 68715, Sub. 2, Same, Alternate 
Route. Certificate granted. In MC 68715, Sub. 1, general com- 
modities, with exceptions, between Ft. Wayne, Ind., and Chi- 
cago, Ill., between Ohio points, and between Lima, Ohio, and 
St. Louis, Mo., over described routes, and between points in 
the Chicago, Ill., and St. Louis, Mo., commercial zones, over 
irregular routes. In MC 68715, Sub. 2, general commodities, 
with exceptions, between points in Indiana and Ohio, over de- 
scribed routes. 

MC 72243, Aetna Freight Lines, Inc., Warren, Ohio, com- 
mon carrier, embracing MC 72243, Sub. 1, Same, Extension. 
Certificate granted, on further hearing. In MC 72243, continu- 
ance in operation, iron, steel, iron or steel articles, burial vaults, 
dies, die parts, drawing compound, machinery, and bottles, be- 
tween points in N. Y., Pa., W. Va., and Ohio; iron, steel, and 
iron or steel articles, between points in Ohio, on the one hand, 
and, on the other, points in the Chicago, Ill., commercial zone; 
from points in Ohio and W. Va., to points in Ind.; and from 
points in Pa., W. Va., and Ohio, to points in Mich. In MC 72243, 
Sub. 1, authority granted as to iron, steel, and iron or steel 
articles, from Detroit, Mich., to Girard, Pa., and Glendale, W. 
Va.; from Ecorse, Mich., to Weirton, W. Va., Nines, Ohio, and 
Perry, N. Y., from Pittsburgh, and Aliquippa, Pa., to points in 
Ind.; and from Jackson, Mich., to points in N. Y., Pa., W. Va., 
and Ohio, over irregular routes. 

MC 75840, Harry Lund Malone, Birmingham, Ala., common 
carrier. Certificate granted, as to continuance in operation by 
Malone Freight Lines, Inc., successor in interest to Harry Lund 
Malone. General commodities, with exceptions, between speci- 
fied points in Ala., and between points in Ala., and Tenn.; and 
between Nashville, Tenn, and Hopkinsville, Ky., over described 
routes; groceries, from Florence to Lawrenceburg, Tenn.; and 
household goods, between Decatur, Ala., on the one hand, and, 
on the other, points in Miss. and Tenn., within 200 miles of 
Decatur, over irregular routes. 

MC F-2017, Evans Line, Inc.—Purchase—G. O. Roush. Pur- 
chase by Evans Line, Inc., of Bluefield, W. Va., of certain oper- 
ating rights of G. O. Roush, dba G. O. Roush Transfer, of New 
Haven, W. Va., approved and authorized, as to general com- 
modities, between Charleston and Point Pleasant, W. Va., over 
U. S. highway 35, and right to serve the off-route points of 
Dunbar and Nitro, under MC 70473. 

MC F-2057, Norfolk Southern Bus Corporation—Purchase 
—Hampton Roads Transportation Co. Purchase by Norfolk & 
Southern Bus Corporation, of Norfolk, Va., of certain operating 
rights of Hampton Roads Transportation Co., also of Norfolk, 
approved and authorized, as to general commodities between 
Norfolk, and Virginia Beach, N. C., under MC 19532. 

*MC 88365, Frank William Keller, St. Louis, Mo., common 
carrier. On further hearing, certificate granted as to general 
commodities between points in the St. Louis, Mo.-East St. Louis, 
Ill., commercial zone, and findings in prior report, 32 M.C.C. 
824, denying the application, reversed. 

*MC 49126, Zimmerman Trucking Service, Inc., Knights- 
town, Ind., contract carrier. On further hearing, certificate 
granted as to continuance of operation, specified commodities, 
between specified points in Ind., I1l., and O. 

*MC 44186, Robert Speacht, Johnstown, Pa., contract car- 
rier, embracing Sub. 1, Same, extension. Permit granted in 
MC 44186 as to continuance of operation, foodstuffs, Baltimore, 
Md., to Johnstown, Pa., and application in MC 44186, Sub. 1, 
dismissed on finding authority sought identical with that granted 
in MC 44186. 


COMMISSION ORDERS 

No. 28754, Hollywood Casket Co. vs. A. T. & S. F. et al. 
plainant’s petition for reconsideration denied. 

No. 28794, Washington Eljer Co. vs. Luckenbach Steamship Co., 
Inc., et al. Petition of defendants for reconsideration denied. 

Ex Parte 104 Part 2, Hanna Furnace Corporation terminal allow- 
ance, practices of carriers affecting operating revenues or expenses, 
terminal services. Petition of Hanna Furnace Corporation for recon- 
sideration denied. 

W-12, Moran Towing & Transportation Co., Inc., 


Com- 


applications; and 
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W-237, Dauntless Towing Line, common carrier application. Applica- 
tion of Moran Towing and Transportation Co., Inc., for exemption 
under section 303(e) of interstate commerce act reopened for recon- 
sideration and rehearing; and applications for certificates or permits 
reopened for reconsideration and hearing. Effective dates of cer- 
tificate and order in W-12 and of certificate in W-237, issued November 
19, 1942, further postponed until further order of Commission. 

Ww-592, T. J. McCarthy Steamship Co., common carrier application; 
and W-729, Automotive Trades Steamship Co., common carrier appli- 
eation. Reopened for rehearing. Effective date of order of November 
25, 1942, postponed until further order of Commission. 

MC C-336, Dave Wolzinger vs. Burlington Transportation Co. et al. 
Motion of defendants that a portion of complainant’s reply to de- 
fendants’ exceptions to recommended order of the examiner be stricken, 
overruled. 

MC 1824, Preston Trucking Co., Inc., common carrier application; 
MC 46036, Ernest L. Harner, common carrier application; and MC 16357, 
Service Trucking Co., Inc., common carrier application. Time within 
which petitions for rehearing, reargument or reconsideration may be 
filed extended to March 22. 

MC F-1769, H. R. Priddy, purchase, H. E. Zeeveld; and MC F-1770, 
H. R. Priddy, lease, J. L. Naylor. Time within which authority 
granted in report and order of August 28, 1942, may be exercised, 
extended to May 31. 

MC F-1827 (supplemental), Dave Cohen et al. (Felix, Harry and 
Laurence Cohen), purchase, James A. Gaynor and Arthur E. Flack. 
Order of September 8, 1942, amended to authorize payment of a total 
consideration of $8,103.30. 

MC 75344 Sub. 1, Edward L. Marsh, common carrier application, 
now MC 903 Sub. 6, Charles Warren Falwell, Jr., common carrier 
application. Reopened for reconsideration. Order of September 28, 
1942, effective November 12, 1942, in so far as it denied the applica- 
tion, vacated. - 

MC 102353, Quaker Stretcher Co., common carrier application. Re- 
opened for further hearing. 

MC 103104 Sub. 3, Motor Fuels Transport, Inc., common carrier 
application; and MC 30020, Motor Fuels Transport, Inc., contract car- 
rier application. Reopened for reconsideration. 

W-845, Eddie Erlbacher application; and W-747, Erlbacher Brothers 
application. Applicants’ petition for rehearing and reargument, de- 
nied. 

MC 52516, Shephard Warehouses, Inc., contract carrier application. 
Time within which petition for rehearing, reargument or reconsidera- 
tion may be filed extended to March 25. 

MC 52746 Sub. 21, Knaus Truck Lines, Inc., extension, Burlington, 
Ia. Time within which petitions may be filed for rehearing, reargu- 
ment, or reconsideration of issues which were subject of a report 
and order of division 5 of November 16, 1942, further extended to 
March 26. 3 

No. 28037, Buffalo Meat Products, Inc., vs. Boston & Albany et al. 
Complainant’s second petition for reconsideration, denied. 

MC 1414 Sub. 2, Herrin Transfer & Warehouse Co., Inc., exten- 
sion of operations, household goods. Reopened for reconsideration. 

MC 19936 Sub. 1, R. D. Fowler Motor Lines, Inc., common carrier 
application. Reopened for reconsideration. 

MC 34518, John H. Peters, common carrier application. Reopened 
for further hearing. Order of August 15, 1942, as subsequently modi- 
fied to become effective on April 15, 1943, in so far as it denied the 
application, vacated. 

MC 93869, Aaero Transportation Co., Inc. (successor to Arthur T. 
Bethards, dba Art’s Motor Lines), common carrier application. Re- 
opened for further hearing. 

No. 28712, H. C. Godman Co. vs. P. R. R. Reopened on division 2’s 
own motion for reconsideration in connection with consideration of 
No. 28836, H. C. Godman Co. vs. N. Y. C., and No. 28837 and Sub. 1, 
Same vs. C. & O. 

W-9, Sheridan Transportation Co., contract carrier application; 
W-346, P. Dougherty Co., common carrier application; W-738, Wathen 
& Co., contract carrier application; and W-101, Merrit-Chapman & 
Scott Corporation, common and contract carrier application. Effective 
dates of certificates and orders postponed to June 1. 

MC C-158, food products between Baltimore and Pittsburgh. Pe- 
titions of Middle Atlantic States Motor Carrier Conference, Inc., and 
rail carriers, for reconsideration, denied. 

MC 11679, August Apel, Jr., common carrier application; and MC 
76624, August Apel, Jr., contract carrier application. Reopened for 
reconsideration. Order of September 10, 1942, as subsequently modi- 
fied to become effective April 15, in so far as it denied the applications, 
vacated. 

MC 67390, Joseph R. Mammina, common carrier application; and 
MC 25183, Joseph R. Mammina, contract carrier application. Reopened 
for reconsideration. Order of August 22, 1942, as subsequently modi- 
fied to become effective April 15, in so far as it denied the applica- 
tions, vacated. 


FINANCE APPLICATIONS 


MC F-2126. B. F. Walker, Inc., Ft. Worth, Tex., asks authority 
to lease motor operating rights of Herman Clary, of Ft. Worth, Tex., 
and temporarily to operate. 

MC F-2127. Refiners Transport & Terminal Corporation, Detroit, 
Mich., asks authority to issue $120,000 in common stock, par value 
$10 a share, for the purpose of restoring to working capital cash used 
for purchasing equipment and making other capital purchases. 

MC F-2128. Refiners Transport & Terminal Corporation, Detroit, 
Mich., W. T. Holt, Inc., Richmond, Va., and W. T. Holt, an indi- 
vidual, of Richmond, jointly ask approval of purchase of operating 
rights and assets of W. T. Holt, Inc., which rights and assets are 
proposed to be transferred to W. T. Holt, as stockholder, on dissolu- 
tion of the corporation. 
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MC F-2129. Days Transfer, Inc., Elkhart, Ind., asks authority to 
purchase physical assets and operating rights of Charles Delos Haner 
dba Haner Cartage, Detroit, Mich. ; 

MC F-2130, B. G. Creamer, dba B. G. Creamer Stage Lines, of 
Temple, Tex., asks authority to purchase certain motor operating 
rights of A. C. Waiker, dba A. C. Walker Bus Line, of Mason, Tex. 
under MC 72782 

MC F-2131, Arthur G. McKeever, affiliated with Ajax Trucking Co, 
Inc., of New York, N. Y., and Dana L. Clark, affiliated with Blue 
Line Express, of Nashua, N. H., jointly ask authority to acquire con- 
trol of Dana Trucking Co., Inc., of New York, N. Y., through stock 


ownership. 


MC F-2132, Highway Express, Inc., of Memphis, Tenn., asks au- 
thority to lease all operating rights of Maurice Stanley, dba Shippers 
Forwarding Co., of Evansville, Ind., in MC 52488, and temporarily to 
operate . 

MC F-2133, William J. O’Neill, of Shaker Heights, Ohio, 
authority to acquire control of Moore Northern Haulers, 
Watertown, N. Y., through stock ownership. 

Finance No. 14139, Atlantic & Western Railway Co., and Atlantic 
Coast Line Railroad Co., jointly ask permission to construct an inter- 
change or connecting track between their lines at Jonesboro, N. C., 
approximately 755 feet in length. 

MC F-2134, R. E. Guerin Trucking Co., Inc., Worcester, Mass, 
asks authority to purchase operating, rights, equipment, etc., of Ralph 
L. Davis, of Fair Haven, Vt., and temporarily to operate under lease, 

MC F-2135. Union Transfer & Storage Co., Inc., Lexington, Ky., 
asks authority to purchase operating rights and properties of Q. T, 
Gatewood and H. C. Galbraith, dba Carlisle Transfer, Carlisle, Ky., 
and temporarily to operate under lease. 

MC F-2136, Gateway City Transfer Co., Inc., of La Crosse, Wis., 
asks authority to purchase certain operating rights of Central West 
Shippers, of Dubuque, Ia., under MC 17043, Subs. 1 and 2, and tem- 
porarily to operate. 

MC F-2137, Inter-City Auto Freight, Inc., of Tacoma, Wash., asks 


authority to purchase certain equipment of McLean The Mover, Inc., 
also of Tacoma. 


asks 
Inec., of 


MOTOR FINANCE CASES 

MC _ F-2053, Consolidated Freightways, Inc., lease—R-B Freight 
Lines, Inc. Lease by Consolidated Freightways, Inc., of Portland, 
Ore., of certain operating rights of R-B Freight Lines, Inc., of Aber- 
deen, S. D., approved and authorized. 

MC F-1991, Newton H. Benscheidt, lease—S & C Transport Co., 
Inc. (Albert S. Teed, Receiver). Lease by Newton H. Benscheidt, do- 
ing business as Hutchinson Cider & Vinegar Works, of Hutchinson, 
Kans., of certain operating rights of S & C Transport Co., Inc. (Albert 
S. Teed, receiver), of South Hutchinson, Kans., approved and author- 
ized, subject to conditions. 

MC F-1912, Julius Daverso et al., purchase—Frank Daverso et al. 
Upon reconsideration, findings of prior report, entered December 21, 
1942, modified by eliminating the condition which reads as follows: 
ie . provided further, that prior to exercise of the authority here- 
in granted, applicants shall cause Owl Transfer and Storage Co. (1) 
to cease transporting property in interstate or foreign commerce as 
a contract carrier between points authorized to be served under cer- 
tificate issued in No. MC 88442, and (2) to file an appropriate petition 
with this Commission, in No. MC 103647, requesting amendment of 
its permit so as to delete therefrom authority to render such service,” 
and inserting in lieu thereof the following: ‘‘. . . provided further, 
that, if the authority herein granted is exercised, the operating rights 
purchased shall be modified, coincident with such purchase, by exclud- 
ing therefrom all rights to transport theatrical equipment. 

MC F-1897, The Rock Island Motor Transit Company, purchase— 
Spears Ship-By-Truck Co., embracing No. MC F-1898, The Rock Island 
Motor Transit Co., purchase—Rolland H. Kinney. Applications of 
The Rock Island Motor Transit Company, of Chicago, Ill., for au- 
thority to purchase (1) operating rights and property of Spears Ship- 
By-Truck Co. of Sedalia, Mo., and (2) certain operating rights and 
property of Rolland H. Kinney, doing business as Mohawk Freight 
Lines, of Kansas City, Mo., denied. 

MC F-2077, N. B. & C. Motor Lines, Inc., lease—Hampton Roads 
Transportation Co. Lease by N. B. & C. Motor Lines, Inc., of Wash- 
ington, N. C., of certain operating rights of Hampton Roads Trans- 
portation Co. of Norfolk, Va., approved and authorized, subject to 
condition. ; 

MC F-2107, Arkansas Motor Freight Lines, Inc., purchase—Powell 
Bros. Truck Lines, Inc. Application for authority under section 210a(b) 
of Arkansas Motor Freight Lines, Inc., of Fort Smith, Ark., for tem- 
porary operation of a portion of the motor-carrier rights of Powell 
Bros. Truck Lines, Inc., of Springfield, Mo., denied March 9, 1943. 

MC F-2117, Arrowhead Freight Lines, Ltd., purchase—J. A. Griffin. 
Application for authority under section 210a(b) of Arrowhead Freight 
Lines, Ltd., of Los Angeles, Calif., for temporary operation of motor- 
carrier rights and properties of J. A. Griffin of Las Vegas, Nev. 
granted with condition. 

MC F-2036, Liberty Motor Freight Lines, Inc., purchase—Advance 
Transportation Co. of Illinois, Inc. (Maurice Klein, Receiver); and 
MC F-2113, George H. Mickow, purchase—Advance Transportation C0. 
of Illinois, Inc. (Maurice Klein, Receiver). Petition of applicants for 
modification of the order entered Dec. 8, 1942, in No. MC F-2036, grant- 
ing the application for temporary authority under section 210a(b) of 
Liberty Motor Freight Lines, Inc., of Secaucus, N. J., for temporary 
operation of the motor-carrier rights and properties of Advance Trans- 
portation Co. of Illinois, Inc. (Maurice Klein, Receiver), of Chicag® 
Ill., denied. Application for authority under section 210a(b) of Georgé 
H. Mickow, doing business as Hammond Motor Express, of Hammond, 
Ind., for temporary operation of a portion of the motor-carrier rights of 
Advance Transportation Co. of Illinois, Inc. (Maurice Klein, Receiver): 
of Chicago, Ill., denied. 
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March, 18, 19438 


Proposed Reports 





in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Phosphate Rock from Fla. 


A downward adjustment in rail rates on phosphate rock 
from the Pebble Rock district of Florida to Chicago, Chicago 
Heights, Jollet and Kast St. Louis, 1ll., New Orleans, La., Kes- 
semer and Mobile, Ala., and Guitport, Jackson and Hatties- 
purg, Miss., effective to a date six months after the conclusion 
of a treaty of peace, in the absence of competitive water-borne 
transportation, 1s suggested in a proposed report by Examiner 
George Esch, in fourth section application No. 18573, Phosphate 
Kock trom Florida to Lilinois and the South, and cases joined 
therewith, recommending grant of fourth section relief to es- 
tablish and maintain sucn reduced rates. 

‘the cases joined with the title proceeding are fourth sec- 
tion applications Nos. 18721, 18732, 18773, 1871/9, 18787, 18790, 
18791, and 18955, and I. and S. No. 4932, Phosphate Rock, 
Florida to Chicago Heights and Joliet, Ill. 

‘the relief was sought allegedly to meet competition on 
waterways to retain and attract certain of the traffic to the 
rails. 

‘the examiner said that the Commission should find pro- 
posed reduced rates from the Pebble Rock field in Florida to 
chicago Heights and Joliet sought in I. and S. No. 4932, in- 
consistent with the adjustment recommended in the fourth 
section cases involved. He recommended that the schedules 
suspended in I. and S. No. 4932 be ordered canceled without 
prejudice to the filing of new ones in conformity with the pro- 
posed findings in the fourth section applications. 


The reductions were opposed by the New Orleans Joint 
Traffic Bureau, the Alabama State Docks and Terminals and 
Mobile Chamber of Commerce, the Inland Waterways Cor- 
poration (the government barge line), the Gulf Barge & Tow- 
ing Co., the Coast Transportation Co., Inc., and the Southern 
Water Carrier Conference. They contended that, as there was 
“now” no water-borne competition and that as the applications 
were based on that competition, the rail carriers would, there- 
fore, have no grounds for seeking reduced rates. The examiner 
said, however, that there was potential competition, and that 
in cited fourth section cases relief had been granted on a show- 
ing of potential water-borne competition. 


The examiner recommended that the Commission authorize 
applicants, for the temporary period, to establish and maintain 
over their existing all-rail routes, from the Pebble Rock dis- 
trict in Florida, basic rates not lower by the long ton than 
$7.60 to Chicago, Chicago Heights and Joliet; $6.34 to East St. 
Louis; $3.81 to New Orleans; $3.56 to Gulfport; $3.31 to Mo- 
bile; $4.83 to Bessemer; $5.10 to Jackson; and $4.80 to Hatties- 
burg, to which rates should be added the 3 per cent increase 
granted in Ex Parte 148. The relief is proposed to be made 
subject to the 50 per cent circuity limitation provision. 


Carolina Truck Line Rights 


Following reopening and rehearing on the application of 
Carolina Freight Carriers Corporation, as a result of the de- 
cision of the Supreme Court in United States vs. Carolina 
Freight Carriers Corporation, 315 U. S. 475, Examiner David 
Waters has recommended modifying the findings in the prior 
report, 24 M. C. C. 305, in a proposed report in MC 2253, 
— Freight Carriers Corporation, Common Carrier Appli- 
cation. 

The examiner said that the rights granted in the prior re- 
port were not acceptable to applicant, and that the decision 
Was contested in the courts, citing the aforementioned decision. 
After the court’s decision the Commission on its own motion 
reopened the proceeding for further hearing to develop addi- 
tional facts. 

Applicant, according to the report, under the “grand- 
father” clause, seeks a certificate authorizing operation as a 
Common carrier by motor vehicle of general commodities, with 
certain exceptions, between points in South Carolina, North 
Carolina, District of Columbia, Delaware, New Jersey, Con- 
necticut, Rhode Island, Virginia, Maryland, Pennsylvania, New 
York and Massachusetts. 

The Supreme Court, in its decision following the prior re- 
port, did not question the Commission’s findings as to terri- 
torial scope, substantially that asked for, but did question the 





Commission’s action in limiting the commodities to be carried 
vw eagnt groups. 

in the instant report, the examiner recommended a finding 
that applicant was entitled to a “grandfather” certificate as to 
generat commodities, with excepuons, trom points in defined 
areas in Massachusetts, Khode island, Connecticut, New York, 
iNew Jersey, Pennsylvania, and Maryland, to described points 
in North Carolina and South Carolina; as to specitied commodi- 
ties from described points in North Carolina and South Caro- 
lina to New York, N. Y., and points in defined areas in 
Massachusetts, Rhode Island, New Jersey, Connecticut, Penn- 
syivania, Delaware, Maryland and the District of Columbia; 
and as to textile machinery and parts between points in de- 
tuned areas in Virginia, North Carolina, and South Carolina, 
all over irregular routes. 

in limiting the number of specified commodities for which 
authority was recommended in connection with north bound 
operations, the report said that, while the applicant had ex- 
piained that the preponderant movement of textile products 
was because no other commodity moved in volume trom North 
Carolina and South Carolina suitable tor transportation in its 
venicles, “it is inconceivable that applicant was unable, had it 
tried, to obtain north bound shipments of additional commodi- 
tues.” ‘he report quoted the Supreme Court decision as saying 
or an applicant that “. . . the service actually rendered may 
have been confined to such a few commodities that his holding 
out or willingness to carry a much larger class may be disre- 
garded.” Applicant’s south bound operations, the report said, 
had been consistent with its claim ot holding out, except as to 
points in Virginia. 

‘the proposed report was rendered in MC 2253, Carolina 
Freight Carriers Corporation Commen Carrier Application. 


NETS AND NETTING 


No. 28901, Linen Thread Co., Inc., vs. Pope & Talbot 
(McCormick Steamship Co. Division) et al. By Examiner Al- 
fred G. Hagerty. Rate of $2.25 for 100 pounds charged on nets 
and netting from Baltimore, Md., to San Francisco, Calif., over 
all-water routes through the Panama Canal, shipped between 
June 18, 1941, and Oct. 20, 1941, proposed to be found inap- 
pucable, applicable rate proposed to be found 65 cents for 
100 pounds, minimum weight 30,000 pounds, and charges in 
excess thereof unlawtiul, in violation of section 306, part III, 
and reparation awarded. The report said that defendants con- 
tended that the rate of $2.25 applied because the nets and net- 
ting, while identical with articles in its tariff described as “nets, 
fish, in bales, and netting, fish in bales, minimum weight 30,000 
pounds,” was sold for other uses. Opposition on these 
grounds, said the report, lacked legal significance, “since car- 
riers are not permitted to charge rates according to the in- 
tended use of articles they transport. Rather, they are bound 
by their published tariffs.” 

No. 28832, Cooperative Mills, Inc., et al. vs. Pennsylvania 
Railroad Co., et al. By Examiner A. J. Banks. Charges on 
rain and grain products, in carloads, originating chiefly west 
of the Mississippi River and in Illinois, converted at Baltimore, 
Md., into prepared animal and poultry feeds and reshipped in 
mixed carloads with prepared feeds to destinations in Mary- 
land, Delaware, Virginia and New York, proposed to be found 
not unreasonable and complaint dismissed The examiner also 
proposed finding that the allegation of damage due to undue 
prejudice was not sustained. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of £0 days from date of service of reports (unless otherwise stated), 
beceme effective unless exceptions have been filed within the 90-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face” type, 
with name of town or city following.) 


Connecticut (Waterbury)—-MC 103552, Sub. 1, Benjamin 
Farer and Leila Farer, common carrier. Certificate proposed. 
Newspapers, newspaper supplements, advertising matter, books, 
magazines, periodicals, song sheets, sheet music, comics, comic 
sheets, and shopping news, between New York, Mount Vernon 
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and Pelham, N. Y., Bridgeport, Hartford, Meriden, New Britain, 
New Haven and Waterbury, Conn., on the one hand, and, on 
the other, points in the counties of Nassau, Suffolk and West- 
chester, N. Y., and all points in Conn. on and west of the east 
bank of the Connecticut River, over irregular routes. 

Massachusetts (Brockton)—-MC 104153, Frank Winfield 
Huntoon, common carrier application. Denial proposed. Speci- 
fied commodities from and to points in N. H., R. L, and Mass. 

Ohio (Pioneer)—MC 104076, Sub. 1, Pioneer and Fayette 
Railroad Co., common carrier. Certificate proposed. General 
commodities, with exceptions, between Pioneer and Fayette, O., 
and Franklin Junction, O., over regular routes. 

New Jersey (Trenton)—-MC 96002, Sub. 2, George A. Wil- 
ley, extension. Certificate proposed. Packing house products, 
not including meat products, but including poultry, butter, eggs, 
and cheese, from Trenton, N. J., to points in Bucks county, Pa., 
and points in a specified New Jersey territory. 

Tennessee (Knoxville)—-MC 8500, Tennessee Coach Co., 
common carrier. Denial proposed under the “grandfather” 
clause. Passengers, baggage, express, mail and newspapers be- 
tween Bristol and Knoxville, Tenn., over U. S. highway 11-W, 
and —_— Harriman and Oneida, Tenn., over U. S. high- 
way 27. 

Indiana (Clinton)—MC 104047, Vern Bennett, common 
carrier. Certificate proposed. Household goods, from Clinton, 
ind., to points in Ill., Ky., Ohio and the lower peninsula of 
Michigan, and from the aforementioned destination points to 
points in Ind., over irregular routes. 


New York (Durham)—MC 96494, Andrew E. Zimmer, 
common carrier. Denial of certificate proposed. Passengers 
and their baggage, between New York, N. Y., on the one hand, 
and, on the other, points in the townships of Cairo, Durham, 
Greenville and Rensselaerville, N. Y., over irregular routes 
through New Jersey. 


Kansas (Marion)—MC 71557, Sub. 4, Abe L. Reh, exten- 
sion. Certificate proposed. Specified products, to and from 
North Kansas City, Mo., as an off-route point in connection 
with authorized regular route service between Marion, Kan., 
and Kansas City, Mo., in MC 71557. 


Connecticut (New Haven)—-MC 48569, Connecticut Motor 
Lines, Inc., common carrier, embracing MC 48569, Sub. 1, 
Same, extension. Certificate proposed. Continuance in opera- 
tion in MC 48569, general commodities, with exceptions, be- 
tween points in the Philadelphia, Pa., commercial zone and 
New York, N. Y.; between New York, N. Y., and Boston, Mass., 
over specified routes, and return over the same routes, with 
service at specified intermediate and off-route points; malt 
beverages, from New Haven, Conn., to Amsterdam and Bing- 
hamton, N. Y., Barre, Bennington, Battleboro, Middleburg, 
Montpelier, Rutland, and Swanton, Vt., Keene and Manchester, 
N. Y., and Ramsay, N. J., and return of empty malt beverage 
sontainers to New Haven, over irregular routes; household 
goods, between New Haven, and points in Conn. within 10 
miles thereof, on the one hand, and, on the other, points in 
N. Y., Mass., N. J., R. I. and Pa., over irregular routes. In 
MC 48569, Sub. 1, general commodities, with exceptions, be- 
tween points in the Philadelphia commercial zone, and New 
York, N. Y., over specified routes, this application, the report 
said, having been filed for the same rights as those under the 
“srandfather” application as an “additional precaution.” 


West Virginia (Charleston)—-MC 1504, Sub. 52, Atlantic 
Greyhound Corporation, extension. Certificate proposed. Pas- 
sengers and their baggage, newspapers, mail, and express, in 
the same vehicle with passengers, between Winston-Salem and 
Walkertown, N. C., over U. S. highway 311, as relocated, with 
service to all intermediate points. 


New York (Long Island City)—-MC 94876, Sub. 1, John 
Acerra, extension. Certificate proposed. Bakery products and 
empty bakery product containers, between New York, N. Y., on 
the one hand, and points in Bergen and Essex counties, N. J., 
and those in Orange, Ulster, Dutchess, and Westchester coun- 
ties, N. Y., on the other. 

California (San Francisco)—-MC 78786, Sub. 124, Pacific 
Motor Trucking Co., extension. Certificate proposed, on con- 
ditions. General commodities, over U. S. highway 101 between 
South Bay, Calif, and Eureka, Calif. The service to be per- 
formed is to be limited to that which is auxiliary to or supple- 
mental of rail service and applicant is not to serve any points 

not a station on the Northwestern Pacific Railroad, a sub- 
sidiary of the Southern Pacific Co. 

Wisconsin (Mosinee)—-MC 68739, Sub. 1, G. J. Altenburg, 
extension. Permit proposed. Paper towels and towel holders 
or cabinets, Green Bay to Mosinee, Wis. ; 

Illinois (Chicago)—-MC 86779, Sub. 4, Illinois Central Rail- 
road Co., extension. Certificate granted. General commodities, 
with exceptions, between Springfield, Ill., and Clinton, Ill., over 

U. S. highway 54, serving all intermediate points, service limited 
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to that which is auxiliary to or supplemental of applicant’s 
service by railroad. 

Massachusetts (Cambridge)—-MC 57558, Sub. 3, Euplio 
Poaletta, extension. Certificate granted. Road and building ma- 
terials, between points in Mass., located within 50 miles of Cam- 
bridge, Mass., over irregular routes. 

Massachusetts (Cambridge)—MC 45363, Sub. 2, Stone’s Ex. 
press, Inc., extension. General commodities, with exceptions, 
between New Haven, Conn., and Providence, R. I., over a de. 
scribed route, for operating convenience only, with no service at 
New Haven or any intermediate point from New Haven to 
Providence. 

California (Los Angeles)—MC 39682, Sub. 1, Charles P. 
Hart, extension. Denial of certificate proposed. General com- 
modities, with exceptions, between points located within 10 miles 
of San Francisco, Calif., and between points located within the 
Los Angeles, Calif., commercial zone and harbor commercial 
zone, serving such points in connection with presently author. 
ized operations between Los Angeles and San Francisco. 

New York (New York)—MC 13780, Sofia Brothers, Inc., 
common carrier. Certificate proposed. Continuance in opera- 
tion, household goods, between New York, N. Y., on the one 
hand, and, on the other, points in Conn., Del., D. C., Md, 
Mass., N. J., N. Y., Pa., R. I., and Va., over irregular routes. 


PETITIONS FOR REHEARING, ETC. 
MC F-2109, Hayes Freight Lines, Inc., purchase, Service Freight 
Lines, Inc. Motor Carriers Central Freight Association asks denial 
or dismissal of application and formal hearing. 

MC C-353, L. V. Brandt Corporation vs. Hayes Freight Lines, Inc, 
Complainants ask further hearing to produce evidence that was not 
obtainable at hearing January 26. 

MC F-2079, Alvin R. Holmes, control, Gay’s Express, Inc. Gay’s 
Express, Inc., and Alvin R. Holmes ask reconsideration of order of 
February 10. 

MC F-1914, Ralph M. Bowman, purchase J. M. Brown. Ralph M. 
Bowman, dba Bowman Transportation Co., asks reconsideration, re- 
opening and further hearing. 





UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 13401, St. Paul Union Stockyards 
Co. Lease, authorizing lease by the Stockyards Railway Co. of prop- 
erty of the St. Paul Union Stockyards Co. used for loading and un- 
loading live stock, upon condition that the second modification of 
lease dated March 12, 1942, mentioned in report be promptly rescinded 
and canceled. Approved. 

Report and order in F. D. No. 13439, Portland Union Stock Yards 
Co. lease, authorizing lease by the Peninsula Terminal Co. of prop- 
erty of the Portland Union Stock Yards Co. used in loading and 
unloading live stock, upon the condition that the lease dated July 10, 
1941, mentioned in report, be promptly amended or modified in con- 
formity to finding. Approved. 

Report and order in F. D. No. 13441, Stockyards Railway Co. 
Stock, granting authority to issue $5,000 of common capital stock con- 
sisting of 50 shares of the par value of $100 a share to be sold at 
par and the proceeds used for working capital. Approved. 

Report and order in F/D No. 13610 Stockyards Railway Co. et al. 
control, authorizing acquisition by the United Stockyards Corporation 
of control, through direct or indirect ownership of stock, of the Mil- 
waukee Stock Yards Co., Peninsula Terminal Co., St. Paul Union 
Stockyards Co., Sioux City Stock Yards Company, Sioux City Ter- 
minal Railway Company, Sioux Falls Stock Yards Co., South San 
Francisco Live Stock Handling Co., South San Francisco Union Stock 
Yards Co., Stockyards Railway Co., and Union Stockyards Co., of 
Fargo; and deferring determination of that part of application which 
is for authority to acquire control of the Fort Worth Live Stock 
Handling Co. and Stockyards Service Co. Approved. 

Report and order in F. D. No. 14124, New York, Chicago & St. 
Louis Railroad Co. Equpiment Trust Certificates, granting authority 
to assume obligation and liability in respect of not exceeding $1,230,000 
of New York, Chicago & St. Louis Railroad equipment trust of 1943, 
2% per cent serial equipment-trust certificates, to be issued by the 
Continental Bank & Trust Co. of New York, as trustee, and sold at 
99.0799 and accrued dividends in connection with the procurement of 
certain equipment. Approved. 


CHANGES IN DOCKET 

Hearing Finance 14064, March 11, Pineville, Ky., canceled. 

Hearing Electric railway 17, March 12, Buffalo, N. Y., postponed 
to date to be fixed. 

Hearing MC 96511 and MC 96512, March 9, Brooklyn, N. Y., cal 
celed. 

Hearing |. & S. 5184, March 11, Washington, D. C., canceled. 

Hearing |. & S. 5197, March 11, Brooklyn, N. Y., canceled and re 
assigned March 23, Sherman Hotel, Chicago, Examiner Hall. 

Hearing MC 94297 Sub. 1, March 12, Brooklyn, N. Y., postponed 
to March 16, St. George Hotel, Brooklyn, N. Y., Examiner Roberts. 

Argument 28830, March 13, Washington, D. C., canceled. 

Hearing |. & S. 5191, March 13, Washington, D. C., canceled. 


REPARATION ORDERS 


A reparation order has been issued in No. 28798, Mt. Ver 
non Bridge Co. vs. C. & E. L., et al. 
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uck Rates Increase ‘ 


The directors of the Central States Motor Freight Bureath ; 
ike 


at a meeting in Chicago, March 9, postponed until the Apr 
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The position of the carriers was that the establishment by 
the Texas Commission of rates of 35 cents on wheat and its 
products, and 31 cents on coarse grain and its products, apply- 


‘ing for all distances within Texas in excess of 350 miles in 


meeting consideration of a digs for a_general increase in* what it called the “continued bobtailing” of the intrastate scale, 


the rates published in its. ta; e postponement was agreed 
on to permit the gathering of more information from trucker 
members. Although replies had been received from a number 
of questionnaires sent out to those members (see Traffic World, 
February 20, p. 417), the board did not feel that the quantity 
of information so made available was sufficient on which to 
pase action. Efforts to develop added information will be made 
by the staff of the bureau in the next thirty days. 

One of the reasons for agreement on the postponement, it 
was said, was that the board felt that a measure of relief would 
result from action taken by the bureau’s central committee, at 
a meeting March 8, to increase minimum charges. Such infor- 
mation as had been gathered as a result of the questionnaires 
showed that the heaviest losses to truckers came from ship- 
ments weighing 5000 pounds and less and that minimum costs 
were between $1.50 and $1.75 a shipment. Minimum charges at 
present, under bureau tariffs, are 58 cents where the first class 
rate is 46 cents and under, 88 cents where the first class rate 
ranges from 46 to 88 cents, and the first class rate for 100 
pounds where that rate is over 88 cents. The central committee 
decided to raise that minimum to $1.25 on shipments where the 
first class rate is under that figure and to the first class rate 


had resulted in the present proceedings, and would cause them 
a revenue loss of about $214,000 a year if continued. This figure, 
the carriers said, took no account of reductions that might be 
necessary from Kansas and Oklahoma points to Texas destina- 
tions, to keep all rates properly aligned. 

Counsel for the Kansas City Board of Trade contended that 
the lower rates in Texas were unduly preferential, and had the 
result of putting Kansas City interests at a disadvantage in 
attempting to draw grain from the panhandle region of Texas, 
because of the higher interstate rates. Counsel for Texas 
shippers said that if the Commission followed the examiner’s 
recommendations, it might be necessary for the Commission to 
raise the rate from Enid, Okla., to Texas destinations. Texas 
interests, he said, wanted uniform rates to apply to points 
within Texas on intrastate and interstate traffic, and hoped that 
it would be possible to get together and decide that there would 
be no more differentials. 

Time for argument was allotted to F. A. Leffingwell, rep- 
resenting Texas. Industrial Traffic League; W. R. Scott, ap- 
pearing for the Board of Trade of Kansas City; and to Harry 
ya BarTon, for the rail carriers. 


ments carrying the new minimum charges will be filed as soon 4 


on 100 pounds where it is higher. Under established procedure, ,¢ - 
the decision of the central committee is final. Tariff supple-.~ rplane Engine Rates 


as possible, it was said at the bureau offices. It was pointed out, 
however, that a number of truckers at present published indi- 
vidual minimum charges lower than those carried in the-bureau 


tariffs and that, probably, they would continue to do so after , 
, the establishment of the higher minimum. ra 


\ Motor Rate Increase in East SA 


af 


The Middle Atlantic States Motor Carrier Conference, Inc., 
agent, for and behalf its carrier members, has filed its master 
tariff MF ICC No. A-120, carrying a flat 10 per cent increase 
in rates, except in accessorial service charges, effective April 
12. Announcement that it would file such a tariff, with the 
permission of the Commission, and connecting link supplements, 
was made recently (see Traffic World, Feb. 13, p. 361). The 
Commission issued special permission M 36772 granting the 
permission to file the tariff and special permission M 36773 
granting permission as to the supplements (see Traffic World, 
Feb. 20, p. 417). The conference said it anticipated that the 
proposal would be held up by the Commission for investigation 
in a suspension proceeding. 


Texas Grain Rates 


In the course of argument before the Commission in two 
proceedings involving intrastate rates on grain and grain prod- 
ucts in Texas, counsel for the defendant rail carriers raised the 
question whether members of the state railroad commissions 
should be permitted to sit with the Commission in hearing ap- 
peals from rulings of the state commissions. E. O. Thompson, 
a member of the Railroad Commission of Texas, who sat with 
the Commission for the argument in the proceedings, said that 
the state commission was anxious to do everything that was 
fair, and asked if counsel for the rail carriers was expressing 
a personal opinion. Counsel replied that it was the “general 
opinion in railroad circles.” 

_ Commissioner Porter pointed out that the practice had con- 
tinued over many years and asked if there was not a distinction 
between cases in which the state commissioners sat in coopera- 
tion with the Commission, and cases in which the commissions 
had an attorney “at the other table.” Counsel for the railroa 


replied that there was such a distinction, but, he added, “When — 


you come to a 13th section case, they must believe that they 
are right. If they did not believe the rates prescribed by them 
were right, they would have changed them.” 

The cases involved were No. 28770, Intrastate Rates on 
Grain and Grain Products in Texas, and No. 28787, Texas In- 
dustrial Traffic League vs. Abilene & Southern Railway Co., 
et al. In No. 28770, Examiner William A. Disque recommended 
that intrastate rates on grain and grain products, in carloads, 
In Texas, be found unduly preferential of shippers and localities 
outside the state, and unjustly discriminatory against interstate 
and foreign commerce, and proposed lawful rates. In No. 

87, the examiner proposed finding that interstate rates on 
the above commodities and others grouped therewith from, to, 
and between points in Texas in so-called differential territory 
be found not unreasonable, and proposed dismissal of the com- 
Plaint (see Traffic World, Nov. 1, 1942, p. 1215). 
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The Secretary of War and the Office of Price Administra- 
tion have filed protests with the Commission asking for the 
suspension of proposed rail restrictions on airplane engines 
from official territory to eastern ports for export. The protests 
said that the protested tariffs proposed to restrict the descrip- 
tion “internal-combustion engines” so as not to include airplane 
engines, which, they said, would have the effect of canceling 
the application of internal-combustion rates on shipments of 
airplane engines, leaving higher class rates to apply on such 
traffic. 

The protest of the Secretary of War said that the pro- 
posal represented a departure in rate making which the War 
Department believed would result in making the application 
of the rates dependent largely on the use to which the engines 
were put. There was no difference, it said, between airplane 
engines and engines used for certain other purposes, citing the 
fact that the same type of engine was often used in tanks and 
that the so-called “in-line” type of airplane engine was basically 
an automobile engine to which some refinements had been 
added. The proposed restriction, said the protest, would be dis- 
criminatory against airplane engines in favor of other internal- 
combustion engines, and would result in the application of 
rates in violation of sections 1 and 2 of the act. It said also that 
the Commission should investigate the lawfulness of the pro- 
posed distinction between airplane engines and other internal- 
combustion engines, because attempts had likewise been made 
by motor carriers on at least two occasions to establish such a 
distinction. 

The Office of Price Administration said that while the 
change affected export rates only, “it is understood that the 
carriers are considering making similar changes affecting 
domestic rates,’”’ which would be of considerable importance to 
the war effort, no less than the application of the proposed re- 
striction to the export rates. 

The tariffs cited in the protests were as follows: 


Supplement 23 to B. F. Jones I. C. C. 3758, Note 79, effective 
April 1; supplement 12 to P. R. R. I. C. C. 2573, Item 1400-A, effective 
March 15; supplement 16 to C. & O. I. C. C. 12739, Item 50, effective 
April 2; supplement 42 to B. & L. E. I. C. C. 1118, Note 10, effective 
March 15; supplement 35 to B. & O. I. C. C. 23397, page 2, effective 
March 15. Ps 

‘ oO. P. A. RAISES CONTRACT RATES 


The Office of Price Administration has permitted contract 
motor carriers in the New York metropolitan area to increase 
their maximum rates 5 per cent above the levels charged in 
March, 1942, effective March 13. 

The order applies to contract carriers whose gross operat- 
ing revenues did not exceed $250,000 in 1942, and who comply 
with a recent War Labor Board wage increase order. 

O. P. A. said the increase was allowed because of the wage 
increase awarded truck drivers and helpers, and increased costs 
of maintenance and operation. 

“The trucking industry is playing a vital part in the war 
effort and is responsible for a free, steady and uninterrupted 
flow of supplies essential not only for the effective prosecution 
of the war, but also for the requirements of our civilian pop- 
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ulation,” said the O. P. A. “This action does not preclude the 
filing of individual applications for adjustment by any company 
which is sustaining hardship and whose service is essential to 
the prosecution of the war.” 

In a trucking price and cost study made shortly after the 
wage award was made, said the O. P. A., its. investigators 
found that the motor truck operators had incurred general in- 
creases in operating costs. It said initial costs of automotive 
equipment and parts had increased and gasoline and tire ration- 
ing had contributed to the problem of adequate maintenance. 

“It is expected that the cost of maintenance will continue 
to increase for the duration of the war,” it said. 

The increase in charges would not be reflected in higher 
commodity prices, said the O. P. A. The New York City 
metropolitan area is defined in the order to include the area 
comprising the commercial zones of New York City as estab- 
lished by the Interstate Commerce Commission and by the New 


York public Service Commission and -in addition thereto all 
of Long Island. 


0.P.A. AND TOLL CHARGES . 

Fees charged by toll bridges and toll highways have been 
exempted from control by the Office of Price Administration. 
The action was taken in Amendment No. 14 to Revised Supple- 
mentary Regulation No. 11 to the General Maximum Price Reg- 
ulation, effective March 15. 

O.P.A. said that tolls charged by bridges and highways were 
an insignificant factor in the cost of living. 

“Moreover, since toll bridges and roads are, in most in- 
stances, controlled by statutory or other public authority, their 
exemption from price regulation will increase the flexibility of 
their administration without creating any danger of inflation,” 
it said. 





ILLINOIS INTRASTATE FARES 


Charles M. Thomson, trustee of the property of the Chicago 
& North Western Railway Co., has filed a supplemental peti- 
tion in No. 11703, Intrastate Fares Within the State of Illinois, 
asking that, if the Commission be so disposed, it hear this pro- 
ceeding at the same time, ‘‘and perhaps on a common record” 
with No. 28943, Illinois Intrastate Commutation Fares. The 
petitioner had never become a party to the petition of the Alton 
Railroad Co., and other rail carriers operating in Illinois, which 
resulted in the investigation in No. 28943, said the instant 
petition, because of the fact that the Commission had dealt 
with the C. & N. W.’s rate structure on this classification of 


passenger traffic in No. 11703, by a supplemental report and 
order. 


ALCOHOL TO MEMPHIS 


The Office of Price Administration has protested proposed 
cancellation of rates on isopropyl alcohol manufactured at Texas 
City, Tex., and shipped to and beyond Memphis, which would 
result in increased rates. The product, it said, was competitive 
with denatured alcohol in the manufacture of synthetic rubber, 
anti-freeze compounds, and many other commodities, and that 
it had a value of 32 cents a gallon compared with 50 cents a 
gallon for denatured alcohol. Isopropyl alcohol, it said, was an 
essential commodity requiring stability in rate structure for 
the preservation of capacity movements to meet the demands 
of the emergency period. The protested change was in Item 
4883-E in supplement 112 to Agent J. R. Peel’s I.C.C. No. 3450. 
The item, said the protest, proposed to cancel rates of 500 cents 
a ton, carload, minimum weight 40,000 pounds when in con- 
tainers, and subject to rule 35 of the Western Classification in 
tank cars, from Houston and Texas City, Tex., to Memphis, 
Tenn., effective March 16. 


“FRUSTRATED VOYAGE” FREIGHT REFUNDS 


Chairman Bland, of the House merchant marine committee, 
has introduced H. J. Res. 92, authorizing the war shipping ad- 
ministrator to refund to shippers or their authorized represen- 
tatives sums collected by or for account of the United States 
as freight for “transportation which was not completed by rea- 
son of frustration of the voyage on or about December 1, 1941, 
and before February 16, 1942.” The bill contains a proviso that 
“when the United States has incurred any expense in connection 
with such frustrated voyages the refund shall be prorated upon 
such basis as the administrator shall deem appropriate.” 


LEASED CAR AND PROTECTIVE SERVICE REPORT 


The Commission, division 1, has issued an order requiring 
all persons furnishing cars or protective service to or on behalf 
of carriers by railroad or express companies within the scope 
of section 20, Part I, of the interstate commerce act, and own- 
ing 1,000 cars or more, to file annual reports for the year ended 
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Dec. 31, 1942, and for each succeeding year until further order, 
in accordance with “Annual Report Form B-1” approved by 
the Commission and made a part of the order. The order re- 
quires the filing of the annual report in duplicate, in the Com- 
mission’s Bureau of Transport Economics and Statistics, Wash- 
ington, D. C., on or before March 31 of the year following the 
one to which it relates. 


The Commission also has issued an order requiring the 
filing of annual reports by persons furnishing cars or protec- 
tive service to or on behalf of carriers by railroad or express 
companies owning 100 but less than 1,000 cars in accordance 
with Annual Report Form B-2. The reports are to be made 


for the year ended Dec. 31, 1942, and succeeding years unti] 
further order. 


Motor Carrier Embargoes 


Effective April 15, motor common carriers of property must 
give public notice of embargoes, under an order issued by the 
Commission, division 5. This is the first action taken by the 
Commission requiring issuance of embargoes by motor common 
carriers. The Commission said it had under consideration the 
matter of continuous and adequate service by motor common 
carriers of property, and sections 204(a) and 216(b) of the 
motor carrier act. The text of the order follows: 


Sec. 220.1 Carriers to give public notice of embargoes 

(a) Whenever any motor common carrier of property subject to 
the Interstate Commerce Act finds that because of a lack of facilities 
or personnel, or because it is required to give preference and precedence 
to other traffic legally entitled to such priority, or because of other 
compelling circumstances not within the control of the carrier, it is 
or will be unable to perform all authorized transportation services re- 
quested of it. and that it will be necessary for it temporarily to sus- 
pend the offering of service in the transportation of any commodity, 
commodities, or class of traffic, to or from any territory, point, shipper, 
consignee, or connecting carrier, or over any route, it shall immediately 
give public notice of such fact by a written notice of an embargo, 
specifying the extent thereof, the date the embargo is to become 
effective, its duration, if known, and the reasons why the placing of 
the embargo is necessary. 

(b) Immediately upon the issuance of a notice of an embargo as 
required by paragraph (a) of Section 220.1, one copy of such notice 
shall be mailed to the Bureau of Motor Carriers, Interstate Commerce 
Commission, Washington, D. C., two copies shall be mailed or de- 
livered to the District Director of the Interstate Commerce Commission 
in the district where the principal headquarters of the carrier is lo- 
cated, one copy shall be posted for public inspection in each office of 
the carrier where the embargo is to be made effective, one copy shall 
be served upon each connecting carrier with whom the issuing carrier 
interchanges traffic in cases where traffic so interchanged is affected, 
and, so far as is reasonably practicable in each case, the embargo 
shall be brought to the attention of interested shippers and consignees. 

(c) Except in instances when the notice of an embargo specifies the 
date of its expiration, a notice of the termination or modification of 
an embargo shall be issued, posted, and filed by the carrier, and notice 
of such termination shall be given to interested shippers, consignees, 
and connecting lines, in the same manner as prescribed for notice of 
the establishment of an embargo in paragraph (b) of this section. 

Sec. 220.2 Notice of delay in performing services. 

In all instances, other than those specified in Sec. 220.1 of this chap- 
ter, when a motor common carrier of property subject to the Interstate 
Commerce Act, is unable to perform authorized transportation promptly 
upon request, it shall notify the person requesting the service of the 
anticipated delay and the reason therefor, and shall promptly notify 
the Bureau of Motor Carriers, Interstate Commerce Commission, Wash- 
ington, D. C., and the District Director of the Bureau of Motor Carriers, 
Interstate Commerce Commission, in the district where the carrier has 
its principal headquarters, of any inability to perform requested trans- 
portation within a reasonable time, and the reason therefor. Upon the 
termination of the conditions which render the carrier unable to per- 
form desired transportation within a reasonable time, the carrier shall 
notify the Bureau of Motor Carriers and the District Director, men- 
tioned above, of the changed conditions. 

Sec. 220.3. Carrier’s duty to transport unaffected 

The provisions of Secs. 220.1 and 220.2 of this chapter shall not 
be construed to relieve any carrier of the duty to furnish transporta- 
tion service, nor to relieve any carrier of the duty to observe all re- 
quirements of law and the regulations prescribed by the Commission. 

And it is further ordered, That this order shall become effective 


April 15, 1943, and shall continue in effect until the further order of 
the Commission. 


B. C. & G. NOTE 


The Commission, division 5, by an order in Finance No. 
14112, Buffalo Creek & Gauley Railroad Co., has granted au- 
thority for the issuance of a 4 per cent demand promissory 
note, payable to the Dauphin Deposit Trust Co., of Harrisburg, 
Pa., for $77,500, and to be dated March 1. The report said that 
the railroad had issued a note for this amount on Dec. 1, 1942, 
payable to the Harrisburg bank, bearing interest at the rate of 
6 per cent, and due in 90 days. The note, it said, was in excess 
of 5 per cent of the road’s outstanding securities, had been 


issued without the authority of the Commission, and was, there- 
fore, void. 
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March, 18, 1943 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
n it have been suspended. Suspension orders contain many sched- 
ules not reprouuced here. Details of such orders are published in 
The Datly Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2211, the Commissionn has suspended from 
March 5 until Oct. 5 the operation in part of Schedule MF- 
I. C. C. No. 1 of Wayne Hunt, dba Alta Motor Express, Sibley, 
Ia. The suspended schedules propose to establish new or re- 
duced minimum charges on butter and eggs from Cherokee, Ia., 
to Chicago, Ill., and on paper boxes or cartons and old, used, 
butter tubs from Chicago to Cherokee. 

In I. and S. 5204, the Commission has suspended from 
March 8 until Oct. 8 the operation of certain schedules as pub- 
lished in supplement No. 2 to tariff I. C. C.-F. F. No. 1 of J. T. 
O’Malley, doing business as Northwestern Forwarding Co. The 
suspended schedules propose to establish class rates from Chi- 
cago, Ill., Minneapolis and St. Paul, Minn., to various points in 
North Dakota, and in the reverse direction. 

In I. and S. M-2212, the Commission has suspended from 
March 8 to Oct. 8 the operation of certain schedules published 
in supplement No. 19 to tariff MF-I. C. C. No. 65 of Agent 
Western Trunk Line Motor Common Carriers’ Bureau, Kansas 
City, Mo. The suspended schedules propose to eliminate cer- 
tain carriers as parties to the tariff naming commodity rates 
between certain points in the states of Illinois, Indiana, Iowa 
Kansas, Minnesota, Missouri, Nebraska, South Dakota and 
Wisconsin. 

In I. and S. M-2213, the Commission has suspended from 
March 10, until October 10, the operation of certain schedules 
as published in Supplement No. 16 to tariff MF-I.C.C. No. 3 
of Peter H. Mortensen, dba Mortensen’s Express, Wethersfield, 
Conn. The suspended schedules propose increases in rates on 
liquid bituminous products between certain points in Massa- 
chusetts, Connecticut and Rhode Island. 

In I. and S. 5200, the Commission on its own motion, has 
suspended from March 10, until October 10, the operation of 
certain schedules as published in Supplements Nos. 110 and 53 
to Agent J. R. Peel’s tariffs I.C.C. No. 3450 and 3470, respec- 
tively. The suspended schedules propose to establish rates on 
fresh vegetables and citrus fruits, in carloads, from Texas and 
Oklahoma to St. Louis, Mo., and East St. Louis, Ill., without 
observing the provisions of section 4 of the interstate com- 
merce act. 

In I. and S. M-2214, the Commission has suspended from 
March 11 until Oct. 11 the operation of certain schedules as 
published in supplements Nos. 53, and 61 to joint tariff MF- 
LC.C. No. 58 issued by Central and Southern Motor Freight 
Tariff Association, Inc., Agent, Louisville, Ky. On traffic movinz 
from central to southern territory, and in the reverse direction, 

the suspended schedules propose to increase the minimum rates 
applicable to shipments interchanged by Thurston Motor Lines 
with connecting lines. 


BUTADIENE, KOBUTA, PA., TO SOUTH 


Acting on fourth section application No. 20231, filed by 
W. S. Curlett, for and on behalf of carriers parties to his 
tariff IL.C.C. No. A-712, the Commission, division 2, by fourth 
section order No. 14820, has granted relief from the long-and- 
short-haul part of the fourth section to establish and maintain 
rates on butadiene, in tank cars, used in the manufacture of 
synethetic rubber, from Kobuta, Pa., to points in southern 
territory, the same as those concurrently maintained like traffic 
from Pittsburgh, Pa., to the same destinations. In asking for 
the relief, Agent Curlett said a new plant for the production of 
butadiene recently had been completed at Kobuta, Pa. (see 
Traffic World, Feb. 27, p. 468). The rates are carried in supple- 
ment No. 56 to Curlett’s I.C.C. A-599, effective March 23. 


FORWARD APPLICATIONS DISMISSED 


The Commission, division 4, by an order, has dismissed 
FF-146, Fillette, Green & Co., Freight Forwarder Application, 
for a permit to continue operation as a freight forwarder, sub- 
ject to part IV of the interstate commerce act. The Commis- 
sion found that applicant did not assume responsibility for the 
transportation of property from point of receipt to point of 
destination, and did not perform or provide for the perform- 
ance of break-bulk and distributing operations at destinations: 
that its services and responsibilities to shippers in connection 
with its operations were confined to the terminal area in which 
such operations were performed; and that such operations were 
hot those of a freight forwarder as defined in section 402 (a) (5) 
of the act, and were exempted by section 402 (c) (2) thereof. 
On the ground that Eastern Traffic Bureau, Inc., of New 
k, N. Y., does not assume responsibility for the transpor- 
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tation of property from point of receipt to point of destina- 
tion, does not perform or provide for the performance of break- 
bulk and distributing operations at destinations, and confines 
its operations to the terminal area in which they are performed, 
the Commission, division 4, has dismissed Eastern’s applica- 
tion for a permit to continue operation as a freight forwarder, 
by an order in FF-1, Eastern Traffic Bureau, Inc., Freight 
Forwarder Application. The order said that such operations 
were not those of a freight forwarder as defined in sec- 
tion 402 (a) (5) of the act, and were exempt under section 
402 (c) (2). 


Coal, Ky., and Ill. to Chicago 


Petitions asking for reopening, rehearing, reargument, re- 
consideration and postponement of the effective date (April 17) 
of the Commission’s report and order in No. 28629, Common- 
wealth of Kentucky, et al., vs. Illinois Central, et al., embracing 
No. 28689, Illinois Coal Traffic Bureau vs. Ahnapee & Western, 
et al., prescribing rates not to exceed $2.30 a net ton, plus the 
increase as authorized March 2, 1942, on bituminous coal from 
western Kentucky to Chicago and intermediate destinations 
taking the same rates, have been filed with the Commission on 
behalf of defendants and railroad interveners, and on behalf 
of the Coal Trade Association of Indiana. Reargument and re- 
consideration for the purpose of modifying the order also is 
asked in a petition filed on behalf of Middle States Fuels, Inc., 
and Northern Illinois Coal Trade Association. 

In these proceedings, involving rates from western Ken- 
tucky and southern Illinois to Chicago, and intermediate points 
to other destinations in the northwest, the Commission dealt 
with a controversy between Kentucky and Illinois interests 
over the 35-cent differential, western Kentucky over southern 
Illinois, on coal particularly to Chicago (see Traffic World, 
Jan. 23, p. 180). 


The defendants and interveners said the report exceeded 
the power of the Commission in prescribing less than “a maxi- 
mum reasonable” rate from western Kentucky to Chicago ‘“‘pre- 
sumably predicated upon section 15a and the desire of the 
Louisville & Nashville for a reduced rate.” Section 15a is a 
direction to the Commission to consider both movement of 
traffic and the needs of the carriers for adequate revenues, the 
petition said, adding that the desire of the L. & N. did not 
provide the power to prescribe a rate based on distance alone 
and governed only by a minima of reasonableness. The petition 
said the present rate from western Kentucky to Chicago was 
not unreasonably high. It declared that the majority report 
ignored the interstate versus intrastate nature of the adjust- 
ment in reducing the rate from western Kentucky to Chicago. 
It further declared that the decision exceeded the delegated 
powers of the Commission in prescribing a rate from western 
Kentucky to Chicago to equalize industrial conditions and costs 
of production. Additional evidence was necessary as a result of 
events transpiring since the hearings in the proceedings, it 
added. It asked issuance of a report and order in the nature of 
Commissioner Miller’s dissenting expression. 

The Coal Trade Association of Indiana declared that the 
report did not contain findings of fact sufficient to support the 
order, adding that there was no finding that the present rate 
from western Kentucky to Chicago was unreasonable, or that 
the present differential subjected western Kentucky to undue 
prejudice or resulted in undue preference to southern Illinois. 
It said the order was based on economic conditions rather than 
traffic and transportation conditions. 


Middle States Fuels, Inc., and Northern Illinois Coal Trade 
Association said the order ‘‘must” be clarified in order to permit 
the carriers to preserve differentials as between western Ken- 
tucky, on the one hand, and the origin groups of northern Illi- 
nois, Fulton-Peoria Danville, central Illinois, Centralia, Belle- 
ville and DuQuoin in Illinois, and the origin groups in Indiana, 
on the other, which were fixed by the Commission in Illinois 
and Indiana Coal Cases, No. 16340, 128 I.C.C. 265, and which 
were later approved in Western Kentucky Coal Bureau vs. IIli- 
nois Central, 172 I.C.C. 279, which decisions were still out- 
standing. 


The Fifth and Ninth Districts Coal Traffic Bureau and 
Belleville Fuels, Inc., in a petition also asking for reopening, 
reconsideration, reargument and postponement of the effective 
date of the report and order in Nos. 28629 and 28689, charged 
that the report was “in direct conflict with and undermines” the 
Commission’s decisions in Illinois-Indiana Coal Cases, 128 I. C. 
C. 265, West Kentucky Coal Bureau vs. Illinois Central Rail- 
road Co., 172 I. C. C. 279, and Intrastate Rates on Bituminous 
Coal in Illinois, 182 I. C. C. 537. 

Under the outstanding orders in Illinois-Indiana Coal Cases, 
supra, and West Kentucky Coal Bureau, supra, the petition 
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said, the Indiana carriers were required to maintain the rela- 
tionship fixed in those cases between the Indiana mines and 
western Kentucky, but the Illinois carriers were estopped by 
the order in Interstate Rates on Bituminous Coal in Illinois, 
supra, from reducing their rates from the Belleville and Du 
Quoin groups to Chicago 10 cents a ton as a result of the ma- 
jority report in Nos. 28629 and 28689 in order to preserve the 
existing differential of 45 cents a ton under western Kentucky 
prescribed in the two former cases. It said the report in Nos. 
28629 and 28689 should either be revoked or the proceedings 
in No. 23130, Intrastate Rates on Bituminous Coal in Illinois, 
reopened and modified so as to require the carriers to preserve 
the existing differential relationship between the Belleville and 
Du Quoin groups, on the one hand, and western Kentucky, on 
the other, to Chicago, Ill., and intermediate destinations taking 
the same rates. Petitioners also filed a petition for reopening 
of No. 28130, which, they said, should be considered along ‘‘with 
the petition herein.” 


Cottonseed Oil Rates 


Whether or not he Commission could take notice of the 
reasonableness of rates in a section 3 proceeding directed only 
to the alleged preference and prejudice created by the rates 
was a Subject of discussion between counsel for the rail car- 
riers and members of the Commission in the course of argument 
in No. 28553, National Cottonseed Products Association, Inc., 
vs. Atlanta, Birmingham & Coast Railroad Co., et al. 

In reducing rates on soybean oil, said Chairman Alldredge, 
the carriers had disregarded the Commission’s action, in con- 
sidering the product to be in the group with cottonseed oil, in 
No. 17000, Rate Structure Investigation, Part 8, Cottonseed, Its 
Products, and Related Articles, and had in fact paid “not much 
respect” to the traditional grouping of products. He asked 
whether, in the absence of any explanation for the rate reduc- 
tions, the Commission was going to be “left to guess’”’ why these 
rates were reduced. 

Counsel replied that he did not know why the rates had 
been reduced, and that the defendant rail carriers did not take 
the stand at either of the two hearings, because they had not 
believed that the complainants had proved their case. He said 
the carriers believed that the record supported the proposed 
report of Examiner M. J. Walsh, on rehearing, recommending 
that the Commission affirm the findings in 248 I.C.C. 127 that 
rates on cottonseed oil, in carloads, from all producing points 
to consuming points in the United States that were on higher 
levels than rates on soybean oil from producing points mainly 
in the northeastern and north-central regions to principal con- 
suming centers in the north, and intrastate rates on soybean 
oil and corn oil between points in Illinois, were not shown to 
give shippers of soybean oil and corn oil undue preference, sub- 
ject shippers of cottonseed oil to undue prejudice, or cause un- 
just discrimination against interstate commerce. 

Pursuing the question of the need for information concern- 
ing the reductions on soybean oil, Chairman Alldredge asked 
counsel for the rail carriers if he did not think that the Com- 
mission would have to take notice if the carriers proposed to 
“dislocate the lumber list,” and when counsel replied that the 
list of vegetable oils had not been fixed in the same way as had 
the lumber list, Chairman Alldredge pointed out that the Com- 
mission had “just had some of the carriers you represent warn- 
ing us about disturbing the group by transferring an oil from 
the edible to the inedible classification.” 

Supporting Chairman Alldredge in this line of questions, 
Commissioner Aitchison pointed out that the Commission was 
an investigatory body, and that it had not been told ‘“‘the whole 
story,” and asked if the carriers had helped the Commission as 
much as they should have. Following counsel’s reply that the 
reasonableness of the rates was not in question in the proceed- 
ing, Commissioner Aitchison said that the Commission, either 
on its own motion, or in some manner, would have to give weight 
to the reasonableness of the reduced rates some of which, he 
said, went down “as far as 59 per cent of the rates the Com- 
mission prescribed in No. 17000, Part 8,’ and added that the 
carriers had not told the Commission why the rates on soybean 
oil had been reduced. Counsel said that the Commission had 
prescribed maximum reasonable rates in No. 17000, to which 
Chairman Alldredge replied that the findings in that proceeding 
were for the future, that the order was still in effect, and that 
the findings had included not only maximum reasonable rates, 
but certain relationships involved in those rates. 

Commissioner Aitchison said that the Commission “might 
find that these gentlemen have not made out their section 3 
case,” but that the Commission would still have to “look up 
that case,” referring to No. 17000, Part 8. At this point Com- 
missioner Porter asked whether the Commission could “do that 
under a section 3 case.” 
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Counsel for the carriers contended that there could be no 
prejudice of cottonseed oil shippers, because the various vege. 
table oils were not interchangeable. He said that consumers at 
Chicago had paid as much as $600 a car more for cottonseed 
oil, when they might have had soybean oil for that much less, 
Chairman Alldredge, at this point, asked if counsel was chal- 
lenging the statement of the Commission in No. 17000 that these 
vegetable oils were, in fact, interchangeable in the manufacture 
of edible products. Counsel said he was not but that, if that 
statement of fact was to be made a part of the present case all 
that would have been required was a supplemental order. In 
reply to a question from Commissioner Aitchison, counsel for 
the carriers said that the oils were not “commercially inter- 
changeable,” because such interchange made a difference in 
the resulting product, and a difference in the resulting price 
for the product. 

The position of the complainants represented by counsel, 
National Cottonseed Products Association, and National Cotton 
Council of America, intervener, was that cottonseed oil and soy- 
bean oil were interchangeable in the making of edible products 
and that, for the purposes of rate-making, they should be 
treated alike. Cottonseed oil, it was contended, had been dis- 
placed by soybean oil, and that one of the factors in this dis- 
placement was the lower freight rate enjoyed by producers of 
soybean oil. Soybean oil, complainants said, had enjoyed rate 
ore to a point ‘where the rates are prejudicial to cotton- 
seed oil.” 

The rail carriers were represented by Frank H. Cole, Jr. 
D. C. Callon represented National Cottonseed Products Associa- 
tion, and Phillip Tocker appeared for National Cotton Council 
of America. 


Blackstrap to East 


To meet an emergency condition, Southern Freight Asso- 
ciation railroads have applied to the Commission, in fourth 
section application No. 20249, filed by Agent Roy Pope, for re- 
lief from the long-and-short-haul part of the fourth section to 
establish and maintain rates on imported blackstrap molasses, 
in tank cars, from Gulf, south Florida and south Atlantic ports 
to Trunk Line Association and New England Freight Associa- 
tion territories. 

The application said that blackstrap for commercial con- 
sumption in the east had heretofore been largely supplied by 
the stocks on hand at Clewiston, Fla., but as those stocks were 
rapidly being diminished to the point of exhaustion the ship- 
pers and receivers had arranged to transport that commodity 
by barge from Puerto Rico to Gulf, south Florida and south 
Atlantic ports where it would be loaded direct from barges into 
tank cars, although some may be transferred from barges to 
shore tanks. 

The rates, based on 17% per cent of first class rates con- 
structed in accordance with amended finding 17 (b), (d) and 
(f), of the third supplemental report in Southern Class Rate 
Investigation, 128 I. C. C. 567, are published to become effec- 
tive April 12 in supplement 9 to SFTB tariff 78-E, Agent R. 
H. Hoke’s I. C. C. No. 839. However, applicants said they were 
filing a sixth section application to advance the effective date 
of the tariff publication contingent on the granting of the relief 
sought, stating that they were advised some time ago that 
barges containing “this blackstrap molasses would begin ar- 
riving at the ports within two or three weeks” and it was quite 
probable that a considerable amount had already been received. 


The proposed rates are made subject to the Ex Parte 148 
increase. 


RY. EXPRESS DIRECTORSHIP 


By an order in Finance No. 14126, Application of Robert 
E. Woodruff, the Commission, division 4, has authorized Rob- 
ert E. Woodruff, president of the Erie, to hold, until its fur- 
ther order, the position of director of the Railway Express 
Agency, Inc., in addition to positions with carriers which he 
has been authorized to hold by orders of the Commission. 


TRANSIT, SPLIT DELIVERIES, ETC. 


The Commission has made public a study of the subjects 
of stopping shipments in transit partially to load or partially 
unload, split origins, split pick-ups, and split deliveries as re- 
lated to the services of rail and motor common carriers. It said 
this study was undertaken at the direction of Chairman All- 
dredge by Examiner C. Elliot Stiles in cooperation with W. T. 
Hayes, chief, section of traffic; G. H. English, acting chief, legal 
and enforcement section, and P. Coyle, chief, section of com- 
plaints, Bureau of Motor Carriers. It said the statement, em- 
bracing 193 mimeographed pages, had not been considered 
adopted by the Commission. 
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March, 13, 1943 


Grain to the East 


Rail carriers in southwestern and western trunk line terri- 
tories have petitioned the Commission to set aside its order of 
Dec. 22, 1942, in No. 28090, Tex-O-Kan Flour Mills Co., et al. 
ys. Abilene & Southern, et al., prescribing joint ocean-rail rates 
on grain and grain products from Texas, Oklahoma, southern 
Kansas, southeastern Colorado, and eastern New Mexico to 
north Atlantic ports, to be established on or before April 22, 
on 30 days’ notice (see Traffic World, Jan. 23, p. 179). Peti- 
tioners also ask the Commission to reopen the proceeding for 


the taking of further evidence, to reconsider the issues and - 


grant reargument, and to postpone the effective date of the 
order pending consideration of the petition. 


Since the last hearing in this case all vessels of the steam- 
ship lines, defendants, had been taken over by the government 
and service of the ship lines discontinued, said the petition. It 
added that each defendant steamship line had given notice to the 
Commission, to petitioners and to shippers that it would not 
accept any shipment from a connecting carrier or divert from 
shippers for transportation and that it was not performing trans- 
portation service over coastwise routes. Compliance with the 
order, the petition said, would constitute an undertaking and 
holding out by the southwestern rail carriers to accept ship- 
ments at origin points in Texas, Oklahoma, etc., consigned to 
New York, for example, and transport such shipments to desti- 
nation over rail and water routes via the Texas Gulf ports, an 
undertaking and holding out which petitioners as well as the 
steamship lines and other defendants were incapable of per- 
forming and fulfilling. It declared that the Commission was 
without authority, in such circumstances, to require the estab- 
lishment of the joint rates or to require that petitioners under- 
take the performance of and hold themselves out to perform 
transportation service over the rail and water routes. 


“An annual loss in gross and net revenues aggregating 
approximately $12,000,000 will be imposed upon the carriers in 
the western district if the Commission does not set aside the 
order in this case and the carriers are required to make corre- 
sponding reductions in competitive rates from other points in 
western territory,” says the petition. 


Based on past experience alone, said the petition, it was safe 
to accept as a firm conclusion, if the order was not set aside, 
that complaints would be filed by the commissions of states 
north of Oklahoma and by each of the several groups of pro- 
ducers and millers in western territory, outside of Texas and 
Oklahoma, vigorously attacking their all-rail rates to the At- 
lantic seaboard. Rate regulatory authorities of the states of 
Missouri, Kansas, Nebraska, North Dakota, Oregon, Montana, 
Idaho, Colorado and Indiana, and various grain and milling in- 
terests and boards of trade from as far west as Portland to as 
far east as Buffalo opposed any reductions in the rates assailed, 
the petition asserted. These complainants, the petition declared, 
no doubt, would show how much their marketing difficulties had 
increased because of the reduced rail and water rates from 
Texas and Oklahoma and they would attempt to convince the 
Commission that the all-rail rates which they attack were out 
of line in comparison with the reduced rail and water rates 
required herein. If the state commissions, the producers and the 
millers in the other western producing territories proved to be 
as persuasive as the Texas and Oklahoma complainants, to 
date, had proved to be, the petition added, “the present low 
level of the entire western grain-rate structure will suffer a 


— equal in amount at least to the reduction herein re- 
quired.” 


On grain and grain products the gross revenues of Class I 
carriers in the western district accuring in 1942 amounted to 
$159,260,893, said the petition. The order complained of re- 
quired a reduction of 8 per cent in the rail and water rates to 


New York and to other large consuming centers from Texas 
and Oklahoma. 


The petition said the record showed that the rates assailed 
not only were not unreasonable but were substantially less than 
reasonable for the transportation of a manufactured commodity 
over a rail and water route requiring the performance of extra 
and rather expensive services not required in all-rail trans- 
portation; that the rates assailed were not prejudicial to the 
flour traffic from Texas and Oklahoma over the rail and water 
Toutes and were not preferential of similar traffic over other 
Toutes from other states; and that, from the standpoint of cost 
of production (including the price of wheat and mill operating 
expenses) and cost of transportation, the millers of Texas and 

lahoma at present had an advantage over their northern com- 
Petitors which reduced rates would enlarge. 


In No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene 
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& Southern et al., the Commission has postponed the effective 
date of the order of Dec. 22, 1942, from April 22 to May 22. 


Wabash Reorganization 


Alleging that net earnings of the Wabash Railroad Co. of 
approximately $7,000,000 for the years 1941 and 1942 “accrue 
to the Pennsylvania in the form of dividends if distributed or 
by increase in its equity value if dividends be deferred .. .” 
and that, therefore, the price of $12.75 a share paid by the 
Pennsylvania to the Wabash for 19,970 shares of treasury com- 
mon stock ‘‘would appear to be inadequate,” Walter G. Peter- 
kin, an intervener in Finance Nos. 13010, 13235, and 13335, in- 
volving reorganization of the Wabash, has petitioned the Com- 
mission to determine the fair and reasonable value of the stock 
and to require payment of the difference “so arrived at’ to 
the Wabash, with the stipulation that the sum so received be 
applied to reduction of the funded debt. He has also asked that 
the Commission enter an order deferring payment of any divi- 
dend on the common stock of the Wabash Railroad Co. “until 
the funded debt be so reduced as to remove the apprehension 
regarding the short maturities of such issues expressed in the 
minority report of the Commission herein.” 

The petition said that the Pennsylvania was the owner 
of approximately 49 per cent of the common stock of the 
Wabash Railway Co., and that the court had declared the stock 
to have no value, the Commission concurring in that finding, 
the Pennsylvania “being thereby ousted by the circum- 
stance. . .” The receiver’s plan of reorganization, it said, per- 
mitted the Pennsylvania to obtain absolute control of the re- 
organized company, in carrying out which purpose it acquired 
the aforementioned 19,970 shares of stock. The Pennsylvania, 
the petition said, proposed to withdraw $590,000 from the 
Wabash through the declaration of a dividend on the common 
stock, payable Apr. 23. 

The cash position of the Wabash at the time of the trans- 
fer of the stock, the petition said, was “so excellent as to make 
the comparatively trifling amount realized from this sale to 
be of no consequence,” and that it was “unusual for a former 
owner to set the terms upon which he will accept the return 
of his foreclosed property,” and set the asset value of the 
stock at $335 a share. 

The petition said that to justify the “drastic reduction in 
capitalization in the receiver’s plan of reorganization, estimates 
of future gross earnings of the Wabash were presented in evi- 
dence for the guidance of the Commission. . .” and said the es- 
timated and actual revenues for 1941 and 1942, respectively, 
were $47,643,826 and $57,533,540; and $48,941,483 and $78,- 
898,484, adding that “the magnitude of this error in evidence 
of such material weight justifies a reexamination of any con- 
clusions based upon such data.” 

The petitioner said that he was the owner of $25,000 in 
face amount of the refunding and general mortgage bonds of 
the Wabash Railway Co. bankrupt, and that in the reorganiza- 
tion he received and still owned $25,000 of the new securities 
of the successor corporation. 


ALTON-B. & 0. SEPARATION 


H. B. Voorhees, who last week was appointed chief execu- 
tive officer for the trustee of the Alton Railroad, has announced 
that the company will formally assume the status of an inde- 
pendently operated railroad, separate from the Baltimore and 
Ohio, effective March 16. Independent executive offices at Chi- 
cago will be established that day with the following new de- 
partment heads: S. A. Williams, formerly general western 
freight agent for the Alton and B. and O., freight traffic man- 
ager; R. A. Pearce, formerly general passenger agent for the 
two companies, passenger traffic manager; Armstrong Chinn, 
formerly chief engineer for the Alton, general manager, oper- 
ating department; H. O. Wolfe, formerly assistant to the pur- 
chasing agent for the Alton, purchasing agent. Mr. Voorhees 
said additional appointments would be made later by the de- 
partment heads. 


ATHENS TERMINAL AGREEMENT 


A plan for the acquisition of the joint use of the lines and 
terminals, in the city of Athens, Ga., of Athens Terminal Co.., 
for extension of the maturity date of $200,000 of Athens Ter- 
minal Co.’s 5 per cent first mortgage bonds, due July 1, 1935, 
and assumption of obligation for these securities, is embodied in 
four applications filed with the Commission. 

Receivers of Seaboard Air Line Railway, and the Gaines- 
ville Midland Railway, in a joint application in Finance No. 
14142, ask the authority to acquire joint use of the lines and 
terminals of Athens, and in separate applications, Finance No. 
14141, Sub. Nos. 1 and 2, ask for authority to assume obligation 
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for payment of interest on the bonds and other expenses of 
Athens as a part of the rental for use of Athens’ facilities. 

In Finance No. 14141, Athens 'l'erminal Co. asks authority 
to enter into the operating agreement with Seaboard and 
Gainesville as aforementioned, to extend the maturity of the 
bonds to the termination of a proposed bondholders’ agree- 
ment, tor which it also asks authority. Under the proposed 
agreement with the bondholders it would be stipulated that 
no bondholder entering into the agreement would be permitted 
to take steps for foreclose the mortgage securing the bonds or 
to ask for appointment of a receiver under section 77. 


PROPORTIONAL RATES STUDY 

A study of proportional rates, undertaken at the direction 
of J. Haden Alldredge, chairman of the Commission, has been 
prepared by Examiner Charles W. Berry, of the Commission’s 
Bureau of Formal Cases. ‘the study, dated February, 1945, 
embracing 197 pages, was prepared as the result of independent 
research and embodies the personal views of Examiner Berry. 
It has not been considered or adopted by the Commission. 

“This study which is based on a review of all of the deci- 
sions of the Commission reported in volumes 1 to 246, inclu- 
sive, dealing with so-called proportional rates, as well as per- 
tinent decisions of the Supreme Court, attempts to set forth 
the extent to which those decisions harmonize or conflict, and 
the writer’s conclusions, based thereon, as to whether or not 
the conflicts that exist may be reconciled in principle,” says the 
study. “It is not intended to deal with the merits of any dis- 
cretionary conclusions based upon evidence.” 


Water Rights Controversy 


Taking issue with the Commission’s action in finding, in 
many decisions ‘‘that carriers heretofore universally recognized 
as contract carriers were in fact common carriers,” and spe- 
cifically objecting to such a decision in W-157, American Range 
Lines, Inc., Contract Carrier Application, because, they said, 
it was ‘‘perhaps the most extreme holding of this sort yet made 
because it gives to a contract carrier blanket authority without 
any restriction to engage in common carrier service’ in com- 
petition with them, eleven coastwise water carriers have filed 
a petition with the Commission asking that W-157 be reopened 
for further hearing, for leave to intervene, and for postpone- 
ment of the effective date of the Commission’s order and cer- 
tificate. In its original report and order, the Commission granted 
a common carrier certificate, effective March 1, and on petition 
of the eleven carriers aforementioned, postponed the effective 
date to March 15. 

The Commission granted American Range Lines authority 
as to continuance of operation as a common carrier by self- 
propelled vessels in the transportation of commodities generally, 
by way of the Atlantic Ocean and the Gulf of Mexico, between 
ports and points along those coasts and tributary waterways, 
including Chesapeake and Delaware Bays and waters tributary 
thereto, but not including the Hudson and Mississippi Rivers 
above the ports of New York, N. Y., and New Orleans, La., nor 
ports and points on Long Island Sound and waterways tributary 
thereto (see Traffic World, Dec. 19, 1942, p. 1454). The eleven 
petitioners said that each of them had been limited in its cer- 
tificate granted under section 309 to ports and routes “actually 
and regularly served.” Yet, they said, American had merely 
“shown that at some time prior to and since January 1, 1940, 
contract service was given to and from certain named ports,’ 
and the Commission, “fon such meager showing,” had granted 
a common carrier certificate to serve, with minor exceptions, 
all United States ports on the Atlantic Ocean and Gulf of 
Mexico. 

The petition said that in no case involving these principles 
had there been representation generally on behalf of all inter- 
ested parties, especially the recognized common carriers, and 
that “it would seem appropriate and in the interests of the 
Commission and the coastwise carriers generally that these 
vitally important questions be reconsidered by the full Com- 
mission upon an adequate presentation of the view of the coast- 
wise water transportation industry generally. This case fur- 
nishes that opportunity.” 

Baltimore Insular Line, Inc., has also filed a petition for 
leave to intervene, saying that it, too, had applied for a permit 
as a contract carrier, but that division 4 of the Commission 
held that it was a common carrier by water, and that its peti- 
tion for a rehearing had not yet been acted on. The holding 
that the business of chartering entire vessels to single shippers 
was that of common carriage was, it said, “flatly opposed to 
all precedent with respect to the meaning of contract carriage 
by water; it is opposed to the universal opinion in the trade; 
it is opposed to the maritime law of this country; it is opposed 
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to the uniform decisions of the Maritime Commission and its 
predecessors, the United States Shipping Board; it is opposeq 
to the views of Joseph B. Eastman, Federal Coordinator ot 
1ransportation;” and that it was contrary to the testimony of 
the joint committees of Congress which conducted the hearings 
on the basis of which part III of the act became law. The 
opinion was supported solely by the ‘‘concepts of common car- 
riage by motor vehicle developed by the Commission under part 
II of the interstate commerce act, which has nothing to do with 
water transportation,” the petition added. The petition also 
cited alleged inconsistencies between the decision in W-157, and 
the decision in connection with its own application in W-514. 


MOTOR CERTIFICATE CONDITION : 

The traffic bureau of the Davenport (Ia.) Chamber of 
Commerce, and the traffic bureau of the Chamber of Commerce 
ot Cedar Rapids, Ia., have filed petitions for leave to intervene, 
and for the elimination of the condition in the Commission’s 
order in MC 29130, Rock Island Motor Transit Co. Extension, 
which required that the motor company’s service be limited 
to shipments which would have a prior or subsequent rail ship- 
ment (see Traffic World, March 6, p. 526). The result of the 
grant of authority for an extension to Trenton, Mo., coupled 
with this limitation, said the petitions, resulted in delays in 
shipments destined to Atchison, Kan., because of the necessary 
transfer at Trenton, and placed an unnecessary burden on the 
industries of the Cedar Rapids and Davenport. 





MOTOR ACT PROSECUTION 


Judge John P. Barnes of the federal district court at Chi- 
cago, March 8, fined the Old Gold Distributing Company of 
Chicago $2225 and costs after it entered a plea of guilty to 
violating section 222 (c) of the act by having paid less than 
lawful charges on shipments of wine from Brooklyn, N. Y., to 
Chicago in November and December, 1939. The plea was en- 
tered to a criminal information containing nine counts. Law- 
rence Miller, representing the federal district attorney, said the 
nine shipments designated in the information were transported 
by the Monark Motor Freight System on a C. O. D. basis at 
a charge of 84 cents a hundred pounds, the applicable rate on 
“high wines.” The applicable rate on “wine” was 92 cents, 
he said. The Commission in 1940 prevailed on Monark and 18 
other truckers engaged in transporting wines to render due 
bills to consignees that had paid for shipments of wine at the 
rate applicable to “high wines.” All consignees had paid, with 
the exception of the defendant, he said, adding that the aggre- 
gate concession involved in the nine counts amounted to $284, 
and that the nine counts were representative of approximately 
200 similar violations. Judge Barnes said it appeared that the 
defendant probably had received total concessions of $6200 on 
all 200 shipments. He said he would assess half the possible 
maximum fine of $500 on each of the nine counts. The aggre- 
gate $2225 fine, he said, and defendant’s cost for legal aid, 
would probably amount to no more than $4000, which would 
leave a “profit” of more than $2000 for the company. He told 
Mr. Miller and Colin Smith, attorney for the Commission’s 
bureau of motor carriers, that “the next time the Commission 
brings a case of this kind before me, I don’t want any nine 
counts; I want all of them.” 


GRAIN TRANSIT TARIFF CASE 


The Supreme Court of the United States has denied review 
of a decision of the U. S. Circuit Court of Appeals for the Tenth 
circuit, affirming the judgment of the federal district court 
below by which a milling company was denied recovery of 
alleged overcharges, based on transit tariffs, for the transpor- 
tation of wheat in a suit against the Chicago, Rock Island & 
Pacific and the trustees of that railroad. The Supreme Court 
denied the petition for a writ of certiorari in No. 694, Burrus 
Mill & Elevator Co. of Oklahoma, Petitioner, vs. The Chicago, 
Rock Island & Pacific Railway Co., et al. 

The wheat shipments involved in the case were transported 
in July and August, 1935, from St. Louis, Mo., through Enid 
and Kingfisher, Okla., where it was stored and milled into flour, 
to Memphis, Tenn. 


BUS LINE INCOME TAX CASE 


The Supreme Court of the United States has granted cel 
tiorari in No. 552, Interstate Transit Lines, Petition, vs. Com- 
missioner of Internal Revenue, involving a deduction of $28,100 
claimed by the petitioner, a motor common carrier of pas 
sengers, on its income tax return for 1936. The case was aP 
pealed from the U. S. Circuit Court of Appeals for the Eighth 
circuit, on its decision of July 31, 1942. 
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Cc. N. S. & M. Reorganization 


The U. S. Supreme Court has filed notice in the federal 
district court at Chicago in No. 77853, Chicago, North Shore 
and Milwaukee reorganization case, that it has denied review 
of a decision of the circuit court of appeals at Chicago affirming 
the district court’s order holding that the railroad is not part 
of the general railroad system of the country and is subject to 
reorganization under chapter X, rather than section 77(b), of 
the bankruptcy act (see Traffic World, March 6, p. 531). The 
company has been in receivership in the district court, under 
docket No. 16156, since 1932. Last summer, Robert and Bessie 
Reed, and F. W. Croll, Jr., holders of approximately $2,500,000 
of the road’s first and refunding mortgage bonds, filed a peti- 
tion for reorganization under chapter X, governing railroad 
corporations not operated as part of the general railroad sys- 
tem or not deriving most of their revenues from freight trans- 
portation. . 

Pending in the receivership case are questions raised by two 
banks that are trustees under the first and refunding mortgage 
bonds and under three equipment trust certificate issuances. 
The City National Bank and Trust Company of Chicago, Febru- 
ary 20, asked the court to direct the receivers to make a “maxi- 
mum payment” of interest overdue on the bonds, of which 
$13,460,800 is outstanding. On February 18 the American Na- 
tional Bank and Trust Company of Chicago, trustee under 
equipment trust certificates series E, F, and G, asked the court 
to direct the receivers either to pay approximately $2,000,000 
principle and interest due on the certificates or to turn the equip- 
ment and rolling stock, covered by the three series, over to that 
trustee (see Traffic World, Feb. 20, p. 418). 

Frederick E. Stout, counsel for the receivers, this week 
filed answers to the two petitions by the trust companies. He 
said that the two matters should await consideration by the 
court in the reorganization case. In any event, said he, the 
rolling stock and equipment covered by the equipment trusts 
should not be turned over to the American National for it to 
sell, because the road’s services were essential to the national 
war effort, especially in view of the fact that the line serves the 
Great Lakes Naval Training Station. 

Mr. and Mrs. Reed and Mr. Croll have filed an answer to the 
American National petition, in which they take the position that 
the reorganization proceedings take precedence over the re- 
ceivership case and that, since the company is now in reorgani- 
zation proceedings as a result of the supreme court’s decision, 
the operators of the railroad have no right to allow the Ameri- 
can National to take possession of the stock and equipment 
under its trusts. They have filed an answer to the City Bank 
petition supporting that request for a payment of interest on 
the mortgage bonds. 

The Securities and Exchange Commission has filed an ap- 
pearance in the reorganization case, requesting that all action 
taken in the case be reported to its officials. Under the bank- 
rupty act, the S.E.C. is authorized to intervene as a party in 
interest in chapter X reorganization cases. 

Counsel for the parties to the reorganization said this week 
they believed the present case to be unique in that it is an 
interstate railroad that does not require Commission approval 
of its reorganization plan. Since it operates in both Wisconsin 
and Illinois, neither of the commerce commissions of those 
states will have exclusive jurisdiction, they said. They said they 
did not believe the S.E.C. had authority in the proceedings to 
do more than appear as an observer. 


ARNOLD ON SHERMAN ACT 


“The Sherman act represents our faith in the economics of 
opportunity,” said Thurman Arnold, formerly Assistant Attor- 
ney General, at a testimonial dinner given for him March 9 
in Washington in connection with his appointment as a judge 
of the District of Columbia Court of Appeals. 

“It compels industrial groups to race for a competitve place 
in a free economic world. Opposed to this philosophy of oppor- 
tunity is the carte] ideal of security for established groups. Let 
me give a single example of the consequences of this philosophy: 
By an agreement between the American Railway Express Co. 
and the prinicipal airlines, air freight rates could not be fixed 
at less than twice the rates on railroads; actually they were 
held at five to seven times railroad rates despite the fact that 
air rates if permitted to seek their proper level would today be 
less than rail rates. 

“In 1938, Western Airlines tried to make a connection at 
Los Angeles. Its application was refused because it was held 
that there were enough planes in Los Angeles, that is, there 
were enough planes to carry freight at those non-competitive 
Tates. And so, at the beginning of the war we had less than 400 
Commercial planes. Canada, with only 11,000,000 population, 
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was carrying six times the amount of air freight of the United 
States with 130,000,000. And the country which had invented 
the airplane was refusing to take advantage of it in order to 
stabilize existing forms of transportation.” 

Mr. Arnold said that in the depression years “we were 
obsessed with a static philosophy that I call the economics of 
security.” He declared that when the idea of security rather 
than opportunity became the dominating note—taking the 
chance and struggle out of business life—the industrial muscle 
and morale of the nation was affected. 

The Civil Aeronautics Board has required elimination of 
the provisions in the airline contracts to which Mr. Arnold 
referred (see elsewhere). 


MISCELLANEOUS DECISIONS 


In the digest of the case of Chicago Great Western Ry. Co. 
vs. Hopkins, 48 Fed. Supp. 60, reported in the Traffic World, 
March 6, page 529, the last word in the fourth line of: the sixth 
paragraph should have read “consignors” instead of “consignee.” 


CRESCENT MOTOR RIGHTS 

A three-judge statutory court in the southern New York 
district, has upheld the Commission’s amended certificate 
granted in MC 78980, Crescent Express Lines, Inc., Common 
Carrier Application. The decision said that, after having 
awarded a certificate which described the service to be ren- 
dered as being “over the regular route, between fixed termini, 
and to and from intermediate and off-route points’ for four 
summer months between New York, N. Y., and Woodbourne, 
N. Y., including intermediate and off-route .points within 20 
miles of Woodbourne, the Commission superseded that certi- 
ficate. 

Crescent alleged that the second certificate was unlawful 
because it limited the service in five particulars, said the de- 
cision. The certificate, it said, restricted the service to vehicles 
carrying only six passengers and the driver; to “door-to-door” 
service; to irregular routes; to non-scheduled service; and to 
special operations. The complaint also challenged the Com- 
mission’s power, said the decision, to modify the certificate as 
originally issued without further hearing. 

The decision said the limitations were properly imposed, 
because they served to specify the service to be rendered, and 
that the plaintiff was “deprived of no right, substantial or pro- 
cedural ...” and dismissed the complaint. 

In the Commission’s legal bureau it was said that the de- 
cision sustained the procedure of having the Commission’s dis- 
trict supervisor conduct an informal hearing, on the results of 
which the division made its order. 


ASSOCIATED TRANSPORT MERGER 

McLean Trucking Co., Inc., the Secretary of Agriculture, 
and American Farm Bureau Federation have appealed to the 
Supreme Court the decision of the three-judge statutory court 
for the southern district of New York, which upheld the de- 
cision of the Commission authorizing the merger of eight motor 
common carriers and Associated Transport, Inc., and the issu- 
ance of securities in connection therewith, and denied an in- 
junction (see Traffic World, Dec. 19, 1942, p. 1468). 

In connection with the appeal, fifteen grounds of error in 
the record and proceedings were cited, generally alleging that 
the district court erred in finding that the facts on which the 
Commission based its decision were based on substantial evi- 
dence, and in holding that the order of the Commission was 
valid ‘notwithstanding the fact that the Commission in finding 
whether the proposed transaction ‘will be consistent with the 
public interest’ did not consider the effect of the proposed trans- 
action in the light of the provisions and policies of the anti- 
trust laws, as well as the effect of the proposed transaction 
upon adequate transportation service to the public and the 
preservation of the inherent advantages of motor carrier trans- 
portation.” Another ground of error cited was that the court 
had held the Commission’s order to be valid, although it was 
“based upon findings made pursuant to the standards and 
criteria prescribed by the transportation act of 1920 with re- 
spect to merger of rail carriers instead of the standards and 
criteria prescribed by the transportation act of 1940 with re- 
spect to merger of motor carriers.” 


FOREIGN GRAIN TO MEXICO 


The Commission, as intervening defendant in Tex-O-Kan 
Flour Mills Co. vs. United States of America, docketed as civil 
action No. 801 in the federal court for the Northern Texas dis- 
trict, Dallas division, has filed a motion to dismiss the suit on 
the ground that the statutes governing a suit of this character 
do not authorize its being brought in that court. 

Tex-O-Kan filed the suit in the federal court at Dallas, 
alleging that the Commission’s service order No. 103, which 
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prevented it from completing a contract with the Republic of 
Mexico for the shipment over 2,600,000 bushels of Canadian 
wheat by rail, had been issued by the Commission at the re- 
quest of the Department of Agriculture, in order to force the 
sale of wheat held by Commodity Credit Corporation (see 
Traffic World, March 6, p. 530). ; 

The motion said that service order No. 103 was issued by 
the Commission at the request of the Office of Defense Trans- 
portation, but that, whether issued at O. D. T.’s request, or as 
alleged by Tex-O-Kan, at the request of the Department of 
Agriculture, under section 43 of the Judicial Code, the suit 
should be brought in the District of Columbia as the venue of 
the party, or any of the parties, “on whose petition” the order 
objected to was made. ; 

In the Commission’s legal department it was said that a 
similar motion would be filed by the government, and by the 
O. D. T. 


Bunk’? About Labor 


(Continued from page 574) 


labor was represented, he delivered himself of a warn- 
ing to it about abuses that had crept in and the danger 
of letting power go to the head. But, said he, “do not 
get the idea that I have any general complaint against 
the transportation workers of the country. I could not 
possibly have such a complaint.” 

We suppose then, in Mr. Eastman’s opinion, the 
nefarious rules and working agreements under which 
thousands of railroad workers are paid for doing noth- 
ing—and that in a time of manpower shortage so seri- 
ous when we are at war—are perfectly proper, as is the 
refusal of labor to have them reconsidered and revised 
in the light of present-day conditions. And we suppose 
their present efforts to have their wages increased, not- 
withstanding the fact that the railroads had to get an 
increase in rates in order to pay the last wage increase, 
and the fact that the new wage increase, if granted, will 
contribute heavily to bring about the much-feared and 
talked about “inflation,” are also proper. If Mr. East- 
man thinks so then that is what he thinks and it is 
proper for him to say so, but we fear he is merely join- 
ing in the chorus of praise that all the bureaucrats in 
Washington are singing to labor. 

As a matter of fact, most of what we hear over the 
radio and read in speeches and essays on the subject of 
the part labor is playing in the war effort is sheer 
“bunk.” It is, to be sure, in many cases, working long 
hours, but it is being paid on an overtime basis for such 
efforts. When it is not paid as it thinks it should be or 
when anything else goes wrong, it quits almost as 
readily as it did in peace time. In almost every case 
that comes before a government board for adjustment 
it gets practically what it wants. Even when a strike 
meets with disapproval from the All Highest, the best 
he can do is to threaten to “take over the plant” if 
private owners cannot handle the situation. 


We have heard several more or less valuable radio 
debates on this question. When the record of labor is 
attacked some maudlin representative of it rises to de- 
claim on the great number of men from labor’s ranks 
now in the war, being shot at and killed. And that 
seems to be the clinching argument. Of course there 
are a lot of them in the fighting forces and of course 
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they are just as willing to fight—or as likely to be 
drafted—as anybody else. Nobody questions that. The 
question is what is labor, as such, doing to win the war 
on the domestic front. The answer is that it is doing 
no more than anyone else, if as much, and what it is 
doing it is being well paid for. Perhaps the same thing 
could be said about some other classes, but we are talk- 
ing now about labor and the “bunk” that is being 
uttered in its honor. Show us a laborer that is working 
forty-eight, or fifty, or more hours a week and we'll 
show you a man who draws a pay check larger than he 
ever before dreamed of. We have no particular objec- 
tion to that—except that we think the basic week be- 
fore overtime begins is too short—but we object ta 
hearing him cited as a hero. 


Transport Employe Census Data 


; Employe totals and classifications in all fields of transport 
in the United States, as of March, 1940, based on “sample tabu- 
lations,” are set forth in a statistical compilation which the 
Commerce Department’s Bureau of the Census now has issued. 

“The statistics presented in this release,” said the Census 
Bureau, “are based upon tabulations of returns from a five-per 
cent cross section of the population enumerated in the 1940 
census. .. . Exact agreement is not to be expected between these 
= tabulations and the tabulations of the complete re- 
a 

For railroads, the compilation shows a total of 1,067,700 
male employes, including 10,200 professional and semiprofes- 
sional workers; 79,860 proprietors, managers and Officials, 
179,680 clerical workers; 330,760 craftsmen, foremen and kin- 
dred workers; 188,600 operatives and kindred workers; 25,380 
guards, watchmen and policemen; 34,520 other service workers, 
and 216,760 laborers. Female employes of railroads, according 
to the compilation, totaled 35,980, including 440 professional 
and semiprofessional workers, 640 proprietors, managers and 
officials; 28,120 clerical workers, 1,340 craftsmen, 1,180 oper- 
ators and kindred workers, 180 protective service workers, 1,020 
other service workers, and 1,620 laborers. 

The air transport employe totals shown were: 20,300 males, 
2,020 females. The former figure included 6,220 professional or 
semiprofessional workers, 1,740 proprietors, managers and offi- 
cials, 3,480 clerical workers, 4,700 mechanics and repairmen, 
and 860 service workers other than those in protective service. 
The female employe total included 420 nurses and 1,380 cleri- 
cal workers. 

For railway express service, the compilation showed a total 
of 31,540 male employes, including 4,220 baggagemen and ex- 
press messengers and 9,620 truck drivers and deliverymen, with 
a total of 1,780 female employes, including 1,620 clerical 
workers. 

Trucking service employe totals reported were: 416,400 
male employes, including 26,180 proprietors, managers and 
officials and 312,220 truck drivers and delivermen; and 14,100 
female employes, including 10,960 clerical workers. 

Other figures shown in the compilation were: 


Water transportation: total number of male employes, 174,720, 
including 28,460 proprietors, managers and officials, 29,460 sailors and 
deck hands, and 58,420 stevedores and longshoremen; total number 
of female employes, 5,520, including 160 proprietors, managers and 
officials and 3,780 clerical workers. 

Petroleum and gasoline pipelines: total number of male employes, 
17,060, including 680 proprietors, managers and officials, 1,180 inspec- 
tors, 3,380 stationary engineers, and 4,720 laborers; total number of 
female employes, 360. 


RAIL RETIREMENT LEGISLATION 


Representative Powers, of New Jersey, has introduced H. 
R. 2099, to amend the railroad retirement act of 1937 so as 
to provide for payment of benefits with respect to the month 
in which an annuitant or pensioner dies. 

Under provisions of S. 844, introduced by Senator Langer, 
of North Dakota, the railroad retirement act of 1937 would 
be amended so as to provide a minimum annuity of $50 a month 
for annuitants who had completed 30 years of service. S. 859, 
introduced by Senator Reynolds, of North Carolina, would 
amend that act so as to provide for an annuity for total and 
permanent disability after 10 years of service. 
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Rail Wage Hearings 


Hearing before the fact-finding board in the dispute between 
the railroads and the non-operating unions over wage increase 
and closed shop proposals proceeded at a leisurely pace at 
Chicago this week (see Traffic World, March 6, p. 535). Eli L. 
Oliver, economist, testifying for the unions, said that the wages 
of section men on the railroads, although they were required 
to have a knowledge of the use of complicated tools and pro- 
cesses, were much lower than the wages of unskilled labor in 
other industries. In 1941, he said, they averaged earnings of 
only $600, and in 1942, although complete figures were not yet 
available, their average would still be below $1,000 despite the 
wage increase effective late the year before. He also introduced 
exhibits intended to show irregularity of railroad employment, 
especially in the lower paid groups. On cross-examination, he 
admitted that his figures for wage averages in other industries 
were confined to 20 of the larger cities. The inference of the 
questions asked by Jacob Aronson, chief counsel for the railroad 
conference committees, was that such figures were not compar- 
able with rail workers’ wage figures because the latter, in a 
large part, were employed and lived in small cities and rural 
communities. As a result, Mr. Oliver appeared later in the 
week with voluminous exhibits breaking down the wage figures 
by counties covering the whole country. 


Employment Irregularity 


There were also objections to his testimony on irregularity 
of employment. It was pointed out that his total of men em- 
ployed on the railroads included many who might have worked 
only a day or two in the period covered. The long interchange 
of questions on the subject was ended when I. L. Sharfman, 
chairman of the board, asked the witness to develop figures 
differentiating between “workers attached to the railroads,” on 
the one hand, ‘‘and men who at one time or another had worked 
for a railroad,” on the other. 

Mr. Aronson also sought to bring out by his cross-questions 
that the crafts used by the witness for comparison—the building 
trades and the machine trades—were among the highest paid. 
He referred to agricultural labor, but the witness professed not 
to know how much an hour farm laborers were paid. 

H. P. Melnikow and George Cucich, who had testified 
earlier, were recalled for supplemental testimony. The latter 
entered an exhibit, which he said was a duplicate of one used 
in the 1941 general wage case, intended to show that railroad 
workers represented by the fifteen involved unions had to be 
of “superior personal, physical and mental qualifications.” 

B. M. Jewell, president, railway employes’ department, 
American Federation of Labor, testified briefly on the organiza- 
tion and membership of the unions. He told of the struggle to 
weld them into something like a national organization for such 
purposes as that represented by the instant wage increase effort 
and insisted that they were not as yet a national unit. The 
shopcrafts, for instance, he said, were still not affiliated with 
the A. F. of L. organizations on such railroads as the Pennsyl- 
vania and the Frisco, while progress in bringing them into the 
ranks on the Santa Fe was so recent that his organization was 
not representing that group in this case. 

It was said, at the end of the week, that the unions’ side 
of the wage case on the Class I railroads would probably be 
completed early the week of March 15. The program called 
for their testimony with reference to express workers and short- 
line workers to follow, with that bearing on the closed-shop 
issue to come last. If all went well, it was said, the railroads 
would probably begin putting in testimony on March 22. 


Firemen’s and Engineer’s Case 


In the case involving demands for changes in bases of pay 
for firemen and enginemen and for extra men on diesel loco- 
motives, D. B. Robertson, president of the Brotherhood of 
Locomotive Firemen and Enginemen, continued his testimony 
about changes in locomotive design that, he said, had the effect 
of reducing the weight on drivers from 71.3 per cent of the 
total weight of the locomotive to 49.5 per cent. He said firemen 
on Hudson type passenger locomotives were at present receiv- 
ing, On the basis of the weight on drivers, $7.38 for an 8-hour 
day in the east; $7.35 in the south, and $7.30 in the west. Under 
the brotherhoods’ proposal, he said, the regional differential 
Would be wiped out and they would all get $8.12 for an 
S-hour day. 

Referring to the brotherhoods’ proposal to reduce from 
90,000 to 80,000 the maximum weight of diesel locomotive that 
might be operated without firemen, he said the railroads were 
Putting in service an increasing number of such locomotives 
Weighing just under 90,000 pounds. All pay for diesel firemen 
ought to be on the basis of horsepower, he added, because 
Productivity of diesel locomotives was measured by horsepower 
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rather than by weight on drivers or by the weight of the entire 
locomotive. The demand for an extra fireman on each unit of 
multiple unit diesel locomotives, he said, was based on the fact 
that, when a single fireman had to service all the units, he had 
little or no time to ride in the cab to watch signals and other- 
wise assist the engineer. He cited several accidents and near- 
accidents resulting from the forced absence of the fireman from 
the cab. Whether or not servicing diesel engines was harder 
physical labor than shoveling coal, he said, it was nevertheless 
a fact that firemen on high-speed diesel locomotives were more 
exhausted after four hours of work than steam locomotive 
firemen after eight hours of work. ‘ 


Mileage Limit Suspended 

On cross-examination, it developed that the operating 
brotherhoods and the railroads had recently entered into an 
agreement under which mileage limitations for work of train 
service men was suspended for the war period. The suspension, 
however, it was explained, did not modify the dual basis of 
pay, under which specified mileages were set up as standard for 
an eight-hour day and the workers received overtime either for 
the extra miles run or for the time over eight hours worked in 
making the standard run. Sydney S. Alderman, chief counsel 
for the railroads in the case, on cross-examination, asked Mr. 
Robertson whether he did not agree that the question of speed 
of trains was academic because of the fact that, generally, 
mileage was the basis on which the pay was figured. Mr. 
Robertson insisted that the mileage rule had nothing to do with 
speed—that it was merely a means of regulating the employ- 
ment of firemen. It was in the course of that colloquy that the 
agreement for the suspension of the limitations for the war 
period came out. 

In answer to a question about the national stabilization 
act and the policy of the government with reference to wage 
increases, the witness said he did not think those things pre- 
cluded increases in wages “where new types of power were 
introduced” and a new rate of pay was needed for consistency 
with other rates of pay and other power in the industry. He 
said he thought the board should have in mind the “practicali- 
ties of the case as well as the strict letter of the law under 
which the stabilization orders were handed down.” 

Mr. Oliver also appeared in this case with statistical ex- 
hibits of locomotives and their characteristics and the extent 
to which each type was used. Other witnesses included L. J. 
Fry, Union Pacific fireman, and John Kernahan, fireman and 
extra engineer, Rock Island Lines, who told of the exacting 
duties of firemen on diesel locomotives. 

It was expected that the railroads would enter testimony 
on the firemen’s end of the case the week of March 15. The 
Brotherhood of Locomotive Engineers were scheduled to follow, 
with the railroads closing. 


W. L. B. Great Lakes Labor Rules 


The National War Labor Board has announced that it has 
ordered a ‘‘new type of union security clause” in the case of 
four companies operating fleets of ore boats on the Great Lakes 
—the Interstate Steamship Co., Inland Steel Co., Bethlehem 
Transportation Co., and International Harvester Co.—and the 
National Maritime Union of America, C.I.0. About 660 employes 
on 23 vessels are involved. 

In addition to requiring issuance by the companies of passes 
to designated representatives of the union to board vessels and 
enter company docks for the purpose of consulting with the 
unlicensed personnel employed thereon, the board’s order says 
that each company, in its complement of unlicensed personnel 
for the coming season shall employ a number of union members 
at least sufficient to maintain (a) that proportionate number 
of union members to non-union members that existed at the 
lay-up in the 1942 season or (b) that proportionate number of 
union members to non-union members that exists 30 days after 
the declaration of the official opening of the season, whichever 
is the greater. The provisions of this section, says the order, 
shall depend on the ability of the union to furnish the required 
number of employes. Other provisions of the order follow: 


Section 2. Whenever any vacancy occurs or additional job is 
created among the unlicensed personnel, the company will give the 
union sufficient notice to afford to the union a reasonable opportunity 
to furnish a candidate for the vacancy or the additional job. 

Section 3. So long as the proportion specified in section 1 above 
is maintained, the company may employ unlicensed personnel from 
any available source on the sole basis of ability, experience and 
physical fitness as determined by the master of the vessel; provided, 
however, that employes who shall have served through lay-up in any 
season shall be given preference of employment at the beginning of 
fit-out in the following season as and when positions shall be available. 

Section 4. The company shall not discriminate against any employe 
or applicant for employment on any vessel (a) because of his mem- 
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bership or nonmembership in any labor organization; or (b) because 
he carries a certificate of indentification rather than a continuous dis- 
charge book or vice versa; or (c) because of any lawful activity on 
behalf of any labor organization. 

Section 5. In selecting employes neither the company nor anyone 
acting on its behalf shall make use of any employment agency or other 
similar service which shall discriminate against any applicant for em- 
ployment on any vessel (a) because of his membership or nonmember- 
ship in any labor organization; or (b) because he carries a certificate 
of identification rather than a continuous discharge book or vice versa; 
or (c) because of any lawful activity on behalf of any labor organiza- 
tion. 


Employer members George H. Mead, Cyrus S. Ching and 
Robert F. Black dissented on the issue of union security but 
concurred on other issues. Public member Frank P. Graham 
and labor members Van A. Bittner, Delmond Garst and Fred 
Hewitt concurred except as to the working rules. 

Chairman William H. Davis and Vice-Chairman George W. 
Taylor, public members, voted for each provision of the order. 

In a previous order, February 6, the board granted a wage 
increase of $22 a month to the employes involved, but referred 
back to the parties the issues of hiring-hall, working rules and 
passes for further negotiations. The parties were told to return 
the case to the Board if they did not reach an agreement by 
February 23. They were unable to agree, and the case was dis- 
cussed again by the board. 


Washington Terminal Labor Case 


John Dickinson, of Philadelphia, Pa., attorney for the Wash- 
ington Terminal Co., of Washington, D. C., and Willard H. 
McEwen, counsel for the terminal company’s employes involved 
in the case, on March 9 completed reargument before the Su- 
preme Court of the United States in No. 28, Washington Ter- 
minal Co., petitioner, vs. F. E. Boswell, E. R. Birkhead, R. R. 
Bridges, et al., on four specific questions submitted by the 
court, in connection with the terminal company’s effort to ob- 
tain reversal of a decision of the U. S. Circuit Court of Appeals 
for the District of Columbia. The Circuit Court of Appeals had 
held that federal courts were deprived of jurisdiction to enter- 
tain a declaratory judgment proceeding—one to determine the 
rights of the terminal company under a contract with its em- 
ployes—within the two-year period provided by the railway 
labor act for persons benefited by an award of the National 
Railroad Adjustment Board to seek enforcement of the award 
in a federal district court. 

The litigation grew out of the contention of the terminal 
company’s yard engine employes at the Union Station in Wash- 
ington that they had the exclusive right to perform all work on 
the company’s premises, including the moving of empty pas- 
senger trains which had been moved by the regular train crews. 
The terminal company rejected the claim of the yard engine 
employes and the National Railroad Adjustment Board subse- 
quently sustaine the position of the yard engine employes. The 
employes filed claims for compensation for moving the trains to 
the storage yard, and the terminal company sued for a declara- 
tory judgment before expiration of the two-year period within 
which the employes might sue to enforce the board’s award. 

Mr. Dickinson, on reargument, dealt principally with the 
first of the four questions submitted by the court (see Traffic 
World, Nov. 21, p. 1233); namely, whether either party to a 
dispute over which the National Railroad Adjustment Board has 
authority is precluded from seeking a determination of a dis- 
put by the courts, either before or after submission of the dis- 
pute to the board. In the instant proceeding, he noted, judicial 
determination had been sought after the submission of the dis- 
pute to the adjustment board. He said the sole question was 
whether the statutory creation of a special judicial procedure 
for the benefit of the employes in section 3 First (p) of the 
railway labor act must be so construed as necessarily to deny 
to the employer altogether the recourse that it otherwise would 
have to the courts. He said it was the terminal company’s con- 
tention that a construction of the railway labor act would be 
unreasonable and arbitrary which would preclude the employer 
from access to the courts ‘“‘merely because of prior action by a 
wholly non-judicial body of the character of the adjustment 
board.” To allow the terminal company’s suit to be maintained, 
he averred, would in no way impair any of the advantages con- 
ferred on the employes by the special procedure set up by the 
act. If this was the case, he added, there was no reason to ex- 
clude the employer from access to the courts in the two-year 
statutory period in which the employes had that right. 

He said that to read into the railway labor act by implica- 
tion a construction that would prevent the petitioner in this case 
from maintaining its suit would violate the elementary prin- 
ciples of procedural fair play that had always been recognized 
and applied by the Supreme Court in its decisions. If the de- 
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cision of the Circuit Court of Appeals was permitted to stand, 
he averred, it would “obviously” become possible to create aq 
completely non-judicial body “like the adjustment board’ into 
what would be in effect a supreme court. He declared that there 
was as yet nothing to show that labor might not itself need the 
protection of “the elementary principles of justice which would 
accord to the petitioner its day in court.” 

Mr. McEwen argued that the fact that decisions of the ad- 
justment board were made “final and binding” by the railway 
labor act was evidence of an intent that they might not be dis- 
regarded or by-passed by the carriers “through the device of 
filing a non-statutory action which would have the effect of re- 
examining all issues passed upon by the board, thus robbing the 
awards of the finality imputed to them.” He said that an award 
of the board against a carrier might be fully reviewed in the 
course of a statutory proceeding provided for its enforcement 
and that such a method of review was constitutionally adequate 
to protect the legal rights of the carriers. 


RAIL WORKERS AND 48-HOUR WEEK 


Asked for an explanation of the basis for the statement 
that the average weekly employment in train and engine serv- 
ice reached 49.3 hours last October, made in an O.D.T. an- 
nouncement (see Traffic World, March 6, p. 534), Otto S. Beyer, 
director of transport personnel of the Office of Defense Trans- 
portation, said the figures given were for hours actually worked. 
He was asked whether “clock” hours were meant or whether 
time was involved, as the result of working rules and agree- 
ments, that had not actually been worked. 

The statement, said Mr. Beyer, was the result of a study 
made in his office, the purpose of which was to show the number 
of hours actually worked, without regard to the effect of rules 
or agreements. The average figures given, said he, were obtained 
from reports made to the Commission showing “straight time 
actually worked” and “overtime paid for.” Time reported to 
the Commission under the headings, “straight time paid for’ 
and “constructive allowances,” was not included in the compu- 
tations, said Mr. Beyer, as those figures reflected application of 
rules and agreements under which time not actually worked 
is paid for. 

At the Commission it was stated that under “straight time 
actually worked” carriers reported the hours actually worked 
and that the hours of ‘‘overtime paid for’’ also were hours that 
had been put in on the job. 


BROTHERHOODS ASK FOR FACT-FINDING BOARD 


Formal request for an emergency fact-finding board was 
forwarded to Chairman Leiserson of the National Railway 
Labor Panel by the heads of the five operating brotherhoods 
March 8. The board would sit on the dispute between the 
brotherhoods and the railroads over the workers’ demands for 
an increase in pay of 30 per cent with a minimum money in- 
crease of $3 a day. The request for the board asked that the 
board, if appointed, begin hearings at Chicago “about April 1.” 
It followed an informal request, made by telegram February 
25, two days after efforts at mediation in the dispute had 
ended (see Traffic World, February 27, p. 478). 


RAIL EMPLOYMENT 


Employes of Class I steam railways, exclusive of switching 
and terminal companies, totaled 1,313,145 as of the middle of 
February, an increase of 12.40 per cent over February of last 
year, but a decrease of 0.45 per cent under January, 1943, ac- 
cording to a compilation by the Commission’s Bureau of Trans- 
port Economics and Statistics of rail employment based on pre- 
liminary reports. The employment, as of the middle of Febrv- 
ary, 1943, was reported as follows: 

Executives, officials, and staff assistants, 13,749; profes- 
sional, clerical and general, 211,649; maintenance of way and 
structures, 258,442; maintenance of equipment and _ stores, 
364,328; transportation (other than train, engine, and yard), 
152,696; transportation (yardmasters, switch-tenders, and 
hostlers), 16,588; and transportation (train and engine serv- 
ice), 295,693. 


EMPLOYE-MANAGEMENT PROGRAM 


That the employe-management program of the Illinois Cen- 
tral is progressing satisfactorily is evidenced by three instances, 
says J. L. Beven, president of the road, in a report on 194 
activities. 

In the fiscal year ending June 30, 1942, only seventeen labor 
adjustment cases from the Illinois Central were among the 
2,814 cases taken to the National Railroad Adjustment Board 
by all the railroads. In 1942 the board made awards in fourteen 
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Illinois Central cases, ten favorable to the company and four 
favorable to the employes. 

Under the guidance of the railroad’s first labor-manage- 
ment War Production Drive Suggestion Committee, Illinois 
Central workers submitted 19,565 suggestions for improvement 
of methods and service in 1942, as compared with 18,820 in 
1941. Of these, 2,757 were adopted in 1942, as compared with 
2,445 in 1941, and $30,710 in cash awards was paid employes in 
1942. Payments were $27,460 in 1941. 

A plan for the purchase of United States War Bonds 
through authorized payroll deductions was adopted early in 
1942 and carried through by committees composed of repre- 
sentatives of labor and management. This campaign has re- 
sulted in the issuance of Series E War Bonds with a cash value 
of $2,498,662.50, additional sales of Series F bonds with a total 
issue price of $152,347.50, and the disposal of Series G bonds 
with face value of $159,600. 


RAILROAD ADJUSTMENT BOARD SUIT 


Judge M. L. Igoe of the federal district court at Chicago 
has set May 12 as the date for hearing in reopened civil case 
No. 3021, Delaware and Hudson Railroad vs. the first division 
of the National Railroad Adjustment Board. The proceeding 
involves 170 disputes between the railroad and its employes. 
The D. and H. filed suit in the district court more than a year 
ago seeking a mandatory injunction directing the members of 
the first division to enter awards in the disputes, some of which 
had been heard by the board and a referee, but on which no 
decision had been entered by the board. Judge Igoe dismissed 
the suit on the ground that he lacked jurisdiction to enter a 
mandatory order. The decision was reversed in the appellate 
court. The union appealed to the U. S. Supreme Court, but 
the referee died before the high court held a hearing, and in 
December, 1942, the high court vacated the lower court or- 
ders and directed the district court to proceed in the matter 
“as may be appropriate.’ The Supreme Court mandate was 


filed in the district court in January (see Traffic World, Jan. 
30, p. 269). 


INLAND WATERWAY LABOR 


Asserting that the tightening labor situation in inland 
waterway transportation threatened to become critical in the 
near future because of proposed oil transportation over lake 
and inland routes, Otto S. Beyer, director of the division of 
transport personnel, Office of Defense Transportation, has ap- 
pealed to men in non-essential occupations who have actual 
sailing experience to accept employment in some essential water 
transportation activity. 

In this connection, Mr. Beyer pointed out that Chairman 
McNutt, of the War Manpower Commission, had called atten- 
tion of Selective Service local boards to the pressing need for 
giving serious consideration to occupational deferment of essén- 
tion men in inland waterway transportation. Continuing, he said: 


The proposed lurge scale expansion of oil transportation over in- 
land routes will have its repercussions throughout the inland water- 
way transportation industry. It will be necessary to move many ex- 
perienced men from other vessels to command and operate the newly- 
constructed boats, and they must be replaced. 

Construction of the wooden barges, tugboats, and towboats au- 
thorized by the War Production Board last December is now under 
way. Before the end of the year it is expected that the boats will 


provide an additional daily eastward movement of 100,000 barrels of 
petroleum. 


W. M. C. ON TRUCK INDUSTRY EMPLOYES 

_ The War Manpower Commission has announced that it has 
instructed U. S. Employment Service offices not to attempt to 
transfer truck drivers and maintenance mechanics employed by 
distributors of fuel oils and solid fuels to war industries “or 
other essential jobs.” Chairman McNutt, of the W. M. C., said 
that, although fuel distribution was not on the official national 

.M. C. list of essential activities, fuel shortages in some parts 
of the country had prompted the commission to take this action 

cause such shortages had been aggravated by a lack of driv- 
fs and mechanics. 

Chairman McNutt also instructed offices of the Employ- 
ment Service to refrain from urging the transfer to any other 
jobs of truck drivers and maintenance mechanics employed by 
tucking companies and garages, “provided these workers are 
engaged in service for essential activities.” As an example of 
@ non-essential activity, he cited the driving or repair of de- 
very trucks used exclusively by or for wholesale or retail 

tribution not related to the war effort. He said the Employ- 
ment Service offices determined in each case involving the trans- 
fer of workers whether or not the individual was in an essen- 
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tial capacity, “according to definite criteria established by the 
War Manpower Commission.” 


TRUCKING LABOR-MANAGEMENT 


The labor-management committee of the for-hire trucking 
industry in conference with officials of the Office of Defense 
‘lransportation this week reviewed reports from key cities in 
which local labor-management committees of the industry are 
functioning and agreed to extend organization of similar com- 
mittees to eight other communities. 

Added to the list of key cities are Portland, Me.; Dayton, 
Ohio; Toledo, Ohio; Indianapolis, Ind.; Harrisburg, Pa.; Spring- 
field, Mass.; Rochester, N. Y.; and Providence, R. I. Committees 
on which labor and management are equally represented will 
be set up in these areas to foster labor-management coopera- 
tion in dealing with problems facing the industry. As a part of 
their function, the committees will study manpower shortages 
and will consider establishment of training programs and pos- 
sible additional measures for the preservation of equipment. 

A serious shortage of manpower in every phase of the in- 
dustry was reported in Detroit where management and labor 
are cooperating in a wide-spread program to prevent the break- 
down of trucking in that city. 


WOMEN IN TRANSPORTATION 


Extensive employment of women in the transportation in- 
dustries to replace men called to the armed forces will be con- 
sidered by representatives of the industries at a two-day con- 
ference to be held in Washington March 18 and 19. The meet- 
ing has been called by Otto S. Beyer, director of the division 
of transport personnel, Office of Defense Transportation, who 
said: 

The difficulty of finding men to replace those called from the 
transportation industries into the armed forces makes it mandatory 
that we look to women as a major labor supply. Many thousands 
of women will be needed in 1943 to fill transportation occupations 
which up to this time have been handled exclusively by men. It 
seems edvisable, therefore, that representatives of the different branches 
of transportation should meet together to discuss the numerous ques- 


tions and problems which necessarily arise in connection with the 
increased employment of women. 


Representatives of local transit, air, rail and trucking in- 
dustries have. been invited to attend the conference. Speakers 
recruited from the industries, from labor and from government 
will discuss American and British experiences with the em- 
ployment of women in transportation, state laws affecting the 
employment of women and methods of recruiting, selecting and 
training women for transportation jobs. 


McNear and Army “Orientation” 


Charges that the War Department was training prominent 
foes of the New Deal, at a series of four-week courses for 
civilians at Ft. Leavenworth, Kan., to propagandize for army 
control over the nation’s civilian life and that the attendance of 
George P. McNear, president of the Toledo, Peoria & Western 
Railroad, at one of those courses exemplified the adoption of 
such a policy by the War Department were termed “ridiculous” 
by Lieutenant General Somervell, chief of the Army Services 
of Supply, at a press conference late in the afternoon of March 
10. The conference was designated at its beginning as a “‘birth- 
day party” marking the first anniversary of the establishment 
of the Services of Supply. 

The conference had been in progress only a few minutes 
when an argument ensued between a reporter for Marshall 
Field’s daiy tabloid, PM, and General Somervell about articles 
in the March 9 and 10 issues of PM in which adverse criticism 
was directed against General Somervell as “the guiding figure” 
behind the civilian orientation courses held at Ft. Leavenworth. 
The article in the March 9 issue said that “the character of the 
school has come to light as a result of the post-graduate 
activities of one of its pupils, George P. McNear, Illinois rail- 
road magnate,” who had attended the Jan. 4 to Jan. 30 course. 
It declared that Mr. McNear had “persistently refused to 
arbitrate” the labor dispute on his railroad early in 1942 “in 
the face of appeals from the White House as well as from the 
War Labor Board.” It added that since his attendance at the 
army course for civilians Mr. McNear had been delivering 
speeches, had informed his associates of his close associations 
with the War Department, and had hinted that he might be 
used in some special capacity in connection with the railroads. 
The writer of the article indicated disapproval of the selection 
of Mr. McNear as one of the “outstanding citizens” invited to 
attend the school, with “all expenses paid by the War Depart- 
ment.” He said that “key War Department objectives, as 
outlined to the classes, are army control over the War Man- 
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power Commission, the Office of War Information, the Office 
of Defense Transportation, and the Office of Civilian Defense.” 

When a PM reporter at the press conference asked General 
Somervell for comment about the interest of the War Depart- 
ment in Mr. McNear, who, the reporter said, had “sent a 700- 
word telegram collect to the President,” the army supply serv- 
ices chief said he supposed the reference was to the PM article 
and added, “That’s the best comic strip of the war so far.” He 
described as fantastic the idea that the army was using the Ft. 
Leavenworth school to indoctrinate civilians for military con- 
trol. Undersecretary of War Patterson, present at the confer- 
ence, called that idea “absurd.” 

General Somervell said the object of the school was to give 
people appreciation of the army and its problems. Presumably 
referring to declarations attributed to Mr. McNear by PM, he 
said he could not be held accountable for individual acts of 
people over whom he had no control. Mindful of the assertion 
in PM that those selected by General Somervell to attend the 
school were “overwhelmingly drawn from anti-New-Deal busi- 
ness and financial circles.’’ General Somervell read a letter ad- 
dressed to Major General Styer, of the Services of Supply, by 
Marshall Field, in which Mr. Field expressed appreciation of 
an invitation he had received and regret that it was “impos- 
sible” for him to attend the school. 

Asked whether he did not think that Mr. McNear, in view 
of the fact that the federal government had taken over his 
railroad and was still operating it, was not qualified to attend 
the school as a railroad executive, General Somervell made the 
retort, ‘‘Let’s talk about Marshall Field.” One of the reporters 
present then said it was his understanding that certain people 
other than Mr. McNear were the ones who had tried to blow 
up Mr. McNear’s railroad. General Somervell said he did not 
care to discuss the matter further and added that “the whole 
thing is ridiculous.” 

To a question about the kinds of problems discussed at the 
school, General Somervell said any transportation problem 
would be illustrative. It might be one in which the railroads 
were called on to “spot a lot of cars in a certain place within a 
short time,” he said. A railroad man familiar with such matters 
would explain what would have to be done to meet that situa- 
tion, he said. 

At the close of the conference, General Somervell made 
available for inspection a list of the subjects studied at each of 
the civilian orientation courses at Ft. Leavenworth. They in- 
clude: work of the Maritime Commission, the War Shipping 
Administration, and the Office of Defense Transportation; stor- 
age; evalution of transport facilities of the United States; con- 
trol of domestic freight and personnel movements for the army, 
navy and other government agencies in time of war; and troop 
movements by railway. 


General Somervell announced that the Services of Supply 
henceforth would be known as the Army Service Forces, in 
conformity with the names of the other two principal branches 
of the army—the Army Ground Forces and the Army Air 
Forces. 

In a statement summarizing the activities of the Services 
of Supply within the year, General Somervell included the fol- 
lowing observation: 


The movement of men and supplies by our transportation corps 
in our first year has been one of our outstanding accomplishments. 
Working in conjunction with the rflavy and the Maritime Commission, 
we have shipped overseas six times the volume of supplies we did in 
the first year of the first world war, two and a half times as many 
men; this in spite of the much longer distances now involved. We 
are prepared to do nearly three times as much this year. Next year 
we will increase the volume even more. 


CANADIAN-ALASKA HIGHWAY 


Delegate Dimond, of Alaska, commenting in the house on 
the usefulness of the new Alcan International Military High- 
way between Dawson Creek, British Columbia, and Fairbanks, 
Alaska, 1,630 miles, said that “the highway to Alaska which 
will best serve both military and economic purposes for the 
Canadians as well as for ourselves is one that still remains to 
be built; from Prince George, British Columbia, to Whitehorse, 
there to intersect the existing highway.” 

Construction of a highway between Prince George and 
Whitehorse, he said, would be much less expensive in money 
and in the use of critical material than would be the construc- 
tion of a railroad. 

Asked by Representative Robsion, of Kentucky, whether 
after the war, the existing highway to Alaska would be a toll 
road or a free road, Mr. Dimond said he could give no assur- 
ances on that point, but that he believed it would be a free 
road. He cited an agreement between the State Departments 
of the United States and Canada, covering the building of the 
highway, in which it was stated that “there shall at no time be 
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imposed any discriminatory conditions in relation to the use 
of the road as between Canadian and United States civilian 
traffic.” He said he knew of no toll roads in Canada. 

Delegate Dimond has made public the text of a letter ad- 
dressed to Chairman Robinson, ot the House committee on 
public roads, by Secretary Stimson, of the War Departmeni, 
setting forth opposition of the War Department to enactment 
ot H. R. 331, a bill to authorize construction of a military 
supply highway between Prince George, B. C., and Whitehorse, 
Yukon ‘territory. Secretary Stimson said that ‘“‘the construc- 
ton, at this time, of another highway for the same purpose as 
the existing road is not desirable, nor is it considered to be 
a military necessity, and the necessary diversion of equipment, 
labor and strategic materials precludes War Department sup- 
port ot a project not so classified.’”” He observed, also, that 
“enactment of the proposed legislation would not be in accord 
with the program of the President.” 

In another letter to Chairman Robinson, Alan Johnstone, 
general counsel of the Federal Works Agency, said that the 
use of machinery, equipment, labor, and materials that would 
be required in the construction of the proposed Prince George- 
Whitehorse highway would not be warranted “under the exist- 
ing conditions.” 


COFFEE BY RAIL TO U. S. 

A new railroad bridge over the Suchiate River between 
Mexico and Gautemala has opened a land route for shipment 
of coffee over the Mexican railways, however, illustrates how 
the first two months of service over the bridge more than 60,000 


- bags of 154 pounds each have moved to the United States via 


that route, according to the Office of the Coordinator of Inter- 
American Affairs. 

“This is only a small fraction of the enormous consumption 
in the United States,” the coordinator’s office said. “Shipping 
of coffee over the Mexican railways, however, illustrates how 
the Americas are seeking to solve the wartime shipping short- 
age. . . The new bridge makes overland transit between 
Mexico City and Gautemala practicable in 48 hours. Prior to 
the construction of the bridge, railway freight had to be un- 
loaded on the banks of the border river and ferried across.” 


EDIBLE OILS DISTRIBUTION ORDER 


Secretary Wickard of the Agricultural Department has is- 
sued food distribution order No. 29, placing under control on a 
monthly allocation basis, effective April 16, the movement of 
peanut, soybean, cottonseed and corn oils into commercial 
channels. He said the margin of supply was so small that satis- 
factory distribution was not possible without allocation of three 
types of movements: from crushers to refiners or industrial 
users; from refiners to other shortening manufacturers, and 
from refiners to margarine manufacturers. The order requires 
buyers and sellers to obtain permits to ship or receive the oils 
involved. It limits movements of crude oil to industrial users 
to tank car, tank truck and tank barge lots, and limits move- 
ments of margarine and shortening oils to tank car and tank 
truck lots, according to Secretary Wickard’s announcement. 

Problems relating to the transportation difficulties experi- 
enced by the industry were discussed at a meeting of the Soy- 
bean Processors Industry Advisory Committee of the Food Dis- 
tribution Administration, the Department of Agriculture said. 

The committee recommended a thorough examination of 
tank cars for leaks and dirt before shipping ‘empties’ to crush- 
ing mills. It was further suggested that the use of the quickest 
routes and the prompt unloading of full tanks by receivers 
prc ig the shortage of cars necessary for the transporta- 
tion of oil. 





MARKING OF SHIPPING CONTAINERS 


Major General J. A. Ulio, the Adjutant General, has issued 
regulations for the marking of all boxes, crates and other con- 
tainers to be used in making deliveries to War Department 
agencies. 


NAVY TRANSPORTATION BRANCH 


Arthur M. Hill, formerly president of the National Asso- 
ciation of Motor Bus Operators, has been appointed head of a 
transportation branch established in the office of Assistant Sec- 
retary of the Navy Board, for the purpose of centralizing navy 
domestic transportation operations. The branch will supervise 
the operations of trucks, busses or other vehicles operated 
within the continental limit of the United States and Hawai! 
for transportation of personnel and equipment of the navy, 
marine corps, and coast guard, and also will coordinate the 
procurement of transportation equipment for all naval activities. 
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Air Transportation 





Express Agency Air Contracts 


The Civil Aeronautics Board has announced that it has 
approved revised contracts between 12 domestic air lines and 
Railway Express Agency, Inc., with inclusion of several modifi- 
cations suggested by the board. The board issued its order in a 
proceeding docketed as No. 848. In revision of the contracts, 
the air lines’ agreement not to accept express business from 
any ee other than Railway Express Agency has been elim- 
inated. 

Air carriers involved are the following: All American 
Aviation, Inc.; American Airlines, Inc.; Chicago & Southern 
Air Lines, Inc.; Colonial Airlines, Inc.; Continental Air Lines, 
Inc.; Delta Air Corporation; Eastern Air Lines, Inc.; National 
Airlines, Inc.; Northwest Airlines, Inc.; Pennsylvania-Central 
Airlines Corporation; United Air Lines Transport Corporation, 
and Western Air Lines, Inc. 

Certain provisions of the contracts between the express 
agency and the air lines, prior to their revision by the C. A. B., 
had been assailed in Congress by Representative Nichols, of 
Oklahoma (see Traffic World, March 6), who contended that 
those provisions were monopolistic and inimical to the growth 
of the air industry. 

In an opinion attached to its order, the board said that air 
transportation now had reached a stage of development at 
which it appeared “clearly essential’ that the air lines be freed 
from certain of the restrictions imposed by the contracts with 
the express agency, “in order that they will be in a position to 
move in whatever direction the public interest may require in 
the future in the development of cargo service.” It added: 


The contracts provided that the air carriers will not accept express 
business from any person other than the express agency and provided 
that the express agency will not make an agreement with another air 
carrier for a similar service without meeting certain restrictive con- 
ditions. Jt appeared to the board that these restraints should be 
eliminated. In addition, while the contracts provide specically that 
the air carriers will establish the rates to be charged by the express 
agency for the transportation of air express, they contain a provision 
by which the <ir carriers agree not to reduce rates to a point below 
twice the rail express rates without the consent of the express com- 
pany. This prevision has been of no practical importance since the 
air express rates have been maintained by the air carriers at a point 
much higher than twice the rail express rates. Nevertheless, it ap- 
peared to the board that the provision should be eliminated in order 
that air express rates could find their own proper level without regard 
to those being charged for the transportation of express by rail. The 
contracts also contained a provision by which the express agency was 
forbidden to enter into the air express business by operating its own 
aircraft. Since under the act the Railway Express Agency could not 
perform such a function without securing the approval of the board 
and the issuance of a certificate of convenience and necessity, it was 
considered desirable to have this provision removed. 

By reason of these facts, the board, in November, 1942, addressed 
a letter to the parties to the contract proposing that they cancel the 
existing contracts and, if they wished to continue the contract relation- 
ship, present revised contracts applicable for the future in such form 


as would permit their approval pending final determination of the 
express agency-air carrier relationship. . 


The board then stated in its opinion that in its letter to 
the air lines and the express agency it had set forth the require- 
ments that the new contracts must not contain the provisions to 
which it objected, as specified in the letter. 

On Feb. 22, 1943, counsel for the express agency and coun- 
sel for all but three of the contracting air lines (those excepted 
being All American Aviation, Inc., Pan American Airways, Inc., 
and Trans-Canada Air Lines) notified the board that they had 
agreed on revisions of the contracts in line with the board’s 
suggestions, the C. A. B. said in its opinion. Revisions of their 
original contracts with the express agency, dated Feb. 24, now 
had been submitted by the 12 air lines named in its order (in- 
cluding All American Aviation, Inc.), said the C. A. B. 

“An examination of the revisions,” it continued, ‘‘discloses 
that the contracts as revised include all of the modifications 
suggested by the board as well as certain modifications agreed 
upon by the parties and to which the board finds no objection.” 

The board observed that by an order dated Oct. 31, 1939, 
a amended at various dates in 1941, it had instituted a pro- 
ceeding, docket No. 325, to determine whether or not contracts 
between Railway Express Agency and 19 air carriers were ad- 
verse to the public interest and in violation of any provisions 
of the civil aeronautics act. It noted that the parties to the 
Proceeding had, in November, 1941, asked indefinite postpone- 
ment of the investigation, contending that the public interest 
Would best be served by postponement until an exhaustive study 
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and survey of the present and future possibilities of the busi- 
ness of transporting cargo by air had progressed further. In 
that connection, the board mentioned the organization of a cor- 
poration—Air Cargo, Inc.—by certain of the carriers for the 
purpose of making such a study and survey. The board said it 
had granted the request for postponement of the investigation. 

The C. A. B. said it was advised that revised contracts be- 
tween the express agency and the other certificated carriers in- 
volved in No. 325—Braniff Airways, Inc.; Mid-Continent Air- 
lines, Inc.; Northeast Airlines, Inc.; Pan American Airways, 
Inc.; Trans-Canada Air Lines; Transcontinental & Western Air, 
Ine., and Inland Air Lines, Inc.—would be filed “in the imme- 
diate future,” and that it would act on each such contract as 
filed in accordance with the conclusions set forth in the instant 
opinion. Continuing, the board said: 


It should be noted that section 412(b) provides that the board shall 
by order disapprove any contracts or agreement ‘‘whether or not 
previously approved by it’’ that it finds adverse to the public interest 
or in violation of the act. As hereinbefore indicated, in our evaluation 
of the public interest as affected by the express contracts, we have 
necessarily recognized the existence of the present emergency. We 
will therefore be prepared to give further consideration to a final 


determination of the express agency-air carrier relationship when the 
public interest warrants. 


AIR TRANSPORT REGULATION 


Congress has received a memorial from the Oregon legis- 
lature, opposing amendments to the civil aeronautics act pro- 
posed in S. 246, H. R. 1012, and H. R. 1115 (see Traffic World, 
Jan. 16, p. 132, and Feb. 20, p. 420). The Oregon legislature 
contended, among other things, that the amendments in ques- 
tion would have the effect of nullifying every state right to reg- 
ulate, control and tax the ownership and operation of aircraft 
operated within the state. 


AIRCRAFT PRODUCTION 


Senator O’Mahoney, of Wyoming, speaking in the Senate 
March 10, said that “we are now producing more airplanes than 
the Axis nations combined are producing.” He said the Decem- 
ber, 1942, output of planes in the United States was 4,449 and 
that in February it exceeded 5,500. The present rate of produc- 
tion, he said, was in excess of 60,000 a year. 


Conn Discusses War Aims 


The “simple formula” of the shippers’ advisory boards— 
substituting “voluntary cooperation for government dictation 
in the realm of private enterprise’”—would be a good one to 
apply “to other problems affecting business and industry,” in- 
stead of “inviting government, through neglect and default, to 
undertake functions for which it is not equipped and which 
rightfully belong to business leadership,” said Donald D. Conn, 
executive vice-president, Transportation Association of America, 
at a luncheon held in connection with the meeting of the South- 
east Shinpers’ Advisory Board at Atlanta. Ga., March 11. Chief 
among those problems at present, he said, was what steps to 
take to assure preservation of private ownership and comnpeti- 
tion in transportation after the war. Steps toward that end 
should be taken now, while high earnings presented a “golden 
opportunity,” he continued, advocating the Transportation As- 
sociation’s program of integration of all forms of transportation 
into a limited number of systems as.an alternate for the “loose 
thinking of a bureaucracy” shown by the “recommendations” 
of the National Resources Planning Board which “would make 
government ownership inevitable.” 

He said that the “process of destroying our own form of 
government while asking our boys to fight and die for it’ was 
a “crime against this nation.” ‘The process was illustrated bv 
the way “bureaucracy succumbed to the demands of labor and 
rovernment and took over the Toledo, Peoria and Western,” 
thus “flouting the railway labor act.” Another example of the 
same process, he said, was the tendency of the War Labor 
Board to assume control over “purely non-war labor relations.” 
While labor leaders, taking advantage of the war emergency, 
were largely to blame for these things, he added, communities 
“hareaining political support for grants from the federal treas- 
urv.” and agricultural leaders demanding subsidies and class 
legislation. were also responsible. 

He also scored leaders of enterprise, who have been “too 
hsv or too timid to intervene” in the conduct of the business 
of government, and were thus partly to blame for the “dis- 
tortion of the Constitution in support of the very ideologies 
which it was conceived to prevent” and the “self-imposed semi- 
dictatorship” under which we have been living. 

He made a plea for a clear statement of this country’s war 
aims. The ordinary man “was far from certain that the very 
ideals for which we are sacrificing the lives of thousands, de- 
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pleting our natural resources and risking bankruptcy” would 
not be “lost forever in an altruistic attempt to spread the ‘four 
freedoms’ to all corners of the earth.” He compared the cry 
of “four freedoms” to that of “save the world for democracy” 
of the first world war, and wondered who was “going to pay 
for such a social experiment.” 

He hoped, he said, that, “having failed to join in a world 
order after the last war,” he would “not be guilty of the same 
mistake again,” but he added a plea for realism in interna- 
tional relationships. 

“If, as our leaders assure us, this country is fighting to pre- 
serve its freedom and its way of life,” said he, “let us hold them 
strictly accountable for the preservation of these principles. 
Let us demand the assurance that the American system of free 
enterprise will not be surrendered through international com- 
mitments or by the use of the war emergency to prevent or 
destroy the ideals of our American way as prescribed in the 
Constitution.” 


Southeast Shippers’ Board Business Session 


R. A. McCaffrey, traffic manager, United States Pipe and 
Foundry Company, Birmingham, Ala., general chairman of the 
board, presided at the business session. Commodity carloading 
committees predicted total carloadings in the area in the sec- 
ond quarter of 1943, approximately equal to those in the second 
quarter of 1942. Variations in the loadings of particular com- 
modities, however, were reflected in predictions for decreases 
in the loadings of 5 per cent on brick and clay products; 20 
per cent on cement; 12 per cent on iron and steel, and 5 per 
cent on pulp, paper and products. Increases were predicted on 
coal and coke, 10 per cent; fertilizer and materials, 15 per cent; 
erain and products, 12 per cent, and petroleum and products, 
10 per cent. 


W. C. Kendall, chairman. car service division, Association 
of American Railroads, speaking on national transportation 
conditions, said that the praise the railroads had been receiving. 
for the wav in which they were doing their job. was warranted 
only because of complete cooperation from shippers and re- 
ceivers. T. M. Healy, district manager of the division, said 
that the ahsence of current car shortages and general embar- 
goes was directly due to the work of the advisory boards’ car 
vigilance committees. A. W. Vogtle, manager, sales and traffic. 
DeBardelehen Coal Corporation. Birmingham, former president 
of the National Association of Shippers’ Advisory Boards, de- 
scribed the activities of the association’s special contact com- 
mittee in cooperating with governmental agencies having to 
do with transportation. 


GREAT LAKES SHIPPERS’ BOARD 


The annual meeting of the Great Lakes Shippers’ Advisory 
Board will be held at the Hotel Statler. Buffalo, N. Y.. March 
24. The speaker at the luncheon to be held in connection with 
the meeting will be Samuel B. Pettengill, vice-president and 
general counsel. Transnortation Association of America. Busi- 
ness of the meeting will include election of officers; discussions 
of national and regional transportation problems; the coming 
April Perfect Shipping Month campaign; reports from com- 
modity carloadine committees, car vigilance committees and 
representatives of railroads, and an open forum. William E. 
Maloney, president of the board, will preside. 


ALLEGHENY ADVISORY BOARD 


Director Eastman of the O. D. T. will be the sneaker at 
a luncheon to be held in connection with the annual meeting 
of the Allegheny Regional Advisory Board at the Hotel William 
Penn.. Pittsburgh. Pa.. March 17. C. W. Trust. general traffic 
manager. United States Steel Corporation. will be toastmaster. 

W. B. Shepherd, assistant general traffic manager, Alumi- 
num Company of America, general chairman of the board, will 
preside at the business session. There will be reports from 
commoditv carloading committees and from renresentatives 
of railroads. Other reports will include those of the special 
subiects committee, J. R. Ellis. chairman: the executive com- 
mittee, F. C. Jenson. chairman: the tariff simplification com- 
mittee, H. A. Zell, chairman: the levislative committee. J. B. 
Keeler, chairman: the freight car efficiency committee. W. W. 
Larkin. chairman: the committee on dunnage in box cars, F. M. 
Russell, chairman: the snecial committee on emergency trans- 
nortation, Mr. Keeler. chairman: the freight claim prevention 
committee. D. O. Moore. chairman: the committee on rate pro- 
cedure. Louis Magee. chairman: the warehouse committee, D. 
M. Gutman. chairman: the less-carload committee. Mr. Moore. 
chairman: the railroad contact committee, F. W. Rosser. chair- 
man, and the nominating committee, L. G. Hults, chairman. 
Officers will be elected. 

There will be addresses by W. C. Kendall. chairman, car 
service division, Association of American Railroads, on the 





TRAFFIC WORLD 


national transportation situation, and by Walter F. Schulten, 
assistant to the president, Pittsburgh Coal Company, on the 
report on transportation and national policy of the National 
Resources Planning Board. Charles Donley, chairman of the 
Allegheny Region Traffic and Transportation Conference, wil] 
report on the activities of the conference. 


TRANS-MISSOURI-KANSAS BOARD 


The annual meeting of the Trans-Missouri-Kansas Ship- 
pers’ Board will be held at the Hotel Jefferson, St. Louis, Mo., 
March 17. The speaker at a luncheon, sponsored jointly by 
the board and the St. Louis Traffic Club will be Arthur H. Gass, 
manager, military transportation section, Association of Ameri- 
can Railroads, on “Victory Rides the Rails.” H. L. Hammill, 
president, St. Louis Traffic Club, will preside at the luncheon. 

H. J. Goudelock, executive vice-president, Midwest Coal 
Traffic Bureau, acting general chairman of the board, will pre- 
side at the business session. E. F. Ledwidge, general traffic 
manager, Granite City Steel Company, general secretary of the 
board. will present the report of the executive committee. W. 
W. Klingensmith, traffic manager, Tulsa, Okla., Chamber of 
commerce. will report for the committee on cooperation with 
motor and water carriers, and J. H. Tedrow, traffic commis- 
sioner, Kansas City Chamber of Commerce, for the merchan- 
dise committee. There will be reports from chairmen of com- 
modity carloading committees and representatives of railroads. 

L. F. Orr, general traffic manager. Pet Milk Company, and 
Joe Marshall, special representative, freight claim division, A. 
A. R., will present plans for the April Perfect Shipping Month 
campaign. Mr. Orr will also report on pending transportation 
legislation. R. E. Clark, manager, closed car section, car serv- 
ice division, will report on national transportation conditions 
and car supply, and J. J. Hayden will report as district man- 
ager of the car service division. Carl Giessow, traffic direc- 
tor. St. Louis Chamber of Commerce, vice-president of the Na- 
tional Association of Shippers’ Advisory Boards, will report 
on conferences between representatives of the national asso- 


ciation and the Commission and the O. D. T. Officers will be 
elected. 


PERFECT SHIPPING MONTH MOVIE 


The freight claim division of the Association of American 
Railroads has produced a 16-millimetre sound motion picture, 
“Wartime Freight,” as a contribution to the April Perfect Ship- 
ping Month campaign. It will be ready about April 1 for dis- 
tribution among traffic clubs and other organizations who may 
wish to show it at meetings. and will be distributed through 
the following railroads which have purchased copies: 


Atchison, Topeka and Santa Fe; Boston and Maine; Baltimore and 
Ohio; Chicago, Burlington and Quincy; Chicago and North Western; 
Chicago, Rock Island and Pacific; Denver and Rio Grande Western; 
Erie; Great Northern; Tlinois Central: Chicago, Milwaukee, St. Paul 
and Pacific; Missouri Pacific; New York Central; New York, New 
Haven and Hartford; New York, Chicago and St. Louis; Northern 
Pacific; Norfolk and Western; Pennsylvania; Southern Pacific; Union 
Pacific; Western Pacific. 


A. T. A. GETS PERFECT SHIPPING INVITATION 


E. A. Jack, general traffic manager, Aluminum Company 
of America, general chairman of the national management com- 
mittee for the 1943 April Perfect Shipping Month, has invited 
the American Trucking Associations. Inc., to join in the cam- 
paign. In a letter to the A. T. A., Mr. Jack says that the pre- 
vention of loss and damage to freight is a subject in which 
truckers are as much interested as the railroads. Although the 
publicity material for the campaign is being prepared by the 
Association of American Railroads, says he, the “entire cam- 
paign is under the direct jurisdiction of the shivpers’ advisory 
boards” and is not specifically aimed at railroad claim preven- 
tion. He points out that the campaign voster bears only the 
name of the shippers’ advisory boards and is “just as applicable 
to the various motor carriers as it is to the various rail car- 
riers.” The committee is prepared to furnish quantities of the 
campaign material to the A. T. A. at cost, he says, adding that 
a “great deal of good can be accomplished” if that association 
will distribute the material among truckers and truck users. 

“If vou care to join us in this worthy and necessary effort 
at this time, I will appreciate your prompt advice.” he cot- 
cludes. “If so, please let us know the quantity of the cam- 
paign material you will require. Samples of that material. as 
——s up to the present time, are attached for your infor- 
mation.” 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for De- 
eember, 1942, shows 42,095 cars held overtime. a percentage of 
saa compared with 27,086 in December, 1941, a percentage 
of 9.53. - 
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0. D. T. Warehousing 
Report 


Director Eastman Optimistic as to Conditions in the 
Industry—Commends Spirit of Cooperation— 
Storage Demands Being Met 


“With commodities of all kinds streaming through the 

e country’s transportation channels, in the greatest volume 

in history, the nation’s warehousing industry is continuing to 

provide places where these goods can be cared for whenever 

there is a necessary pause in transit,” said Director Eastman, 

of the Office of Defense Transportation, March 11 in “a review 
and preview” of the industry’s wartime activities. 

“The situation in this important industry,” said he, “is 
comfortable, and the: future here appears reasonably bright.’ 

The only major reservation made by him in his optimistic 
statement was in regard to the manpower situation. 

“With vast space requirements largely provided for,’ he 
said, “the problem of keeping warehouses, particularly refrig- 
erated warehouses, adequately staffed looms ever larger.” 

The relatively satisfactory condition in the industry, in 
the face of the material and manpower shortages, was at- 
tributed by Mr. Eastman to two factors: 


1. The willingness of warehousemen to organize their operations 
for the handling of unprecedented quantities of war-essential com- 
modities and to adapt their methods to the upheavals which war 
production has caused in the whole production and distribution system. 

2. Close cooperation among the government agencies responsible 
for the procurement, storage and distribution of the materials of war 
and for the provision of warehouse space for these materials, and 
between these agencies and the warehousemen themselves. 


Emphasizing the indispensable role played by storage, Mr. 
Eastman pointed out that in the major part of the time re- 
quired for the production and distribution of virtually every- 
tung to be eaten, worn, or used, the materials or the products 
remained in storage. Without such reservoirs in connection 
with the flow of goods, he said, freight cars could not be loaded 
or unloaded quickly, other equipment would be tied up, and the 
whole transportation system would become clogged. 


No “Painful Pinches” 


Mr. Eastman recalled that for the nation’s vast wartime 
program of production and movement of goods, available stor- 
age space appeared at the outset to be inadequate as a whole 
and hopelessly short in spots. The fact that anticipated painful 
pinches for space had not materialized had been due, he said, 
to planning, organization, cooperation, and ‘some luck.” 

To prepare for prospective demands, the War and Navy 
Departments and government agencies engaged in lend-lease 
operations shortly after Pearl Harbor, in cooperation with the 
0. D. T., perfected large-scale plans for construction of storage 
reservoir facilities at. strategic points behind ocean ports and 
facilities for stock-pile storage in large industrial production 
areas. This program was accomplished with the use of a min- 
imum of scarce materials, said the O. D. T., adding: 


By way of current planning, representatives of these same agencies 
confer periodically to compare programs and estimate storage require- 
ments many months in advance. Where spot shortages appear, the 
0. D. T. assumes the responsibility of making available the additional 
space required by the procurement agencies. 

For the refrigerated warehousing branch of the industry, compli- 
cations resulted from these developments: Tremendous increases in 
the production of high-vitamin, perishable foods and their preserva- 
tion by freezing and refrigerated storage in lieu of canning—curtailed 
by shortages of tin and sheet steel; refrigerated storage of a large 
volume of dried eggs, dried fruits, and other food products not previ- 
ously so stored, except in limited quantities uncertainty of ocean ship- 
hing, which sharply affects movement of products into and out of 
storage; and shortages of materials, which held any new construction 
to a minimum. 

The need for relieving food shortages of the United Nations has 
Tequired the storage of enormous reserves of foods of all kinds, much 
of which requires refrigeration for preservation. Here again the 
0. D. T. assumes respensibility for the provision of the right kind of 
Space at the time and place and in the quantity it is needed. 


Storage Conditions 


Mr. Eastman summarized conditions in the various phases 
of storage as follows: 


Dry merchandise warehousing. The industry is operating some 
150 million square feet of floor space for the storage of merchandise 
requiring covered protection—as against approximately 115 million 
Square feet in 1939. Expansion is limited only by manpower. Approxi- 
Mately 25 per cent of the business of public warehouses is government, 
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largely war, business. Another 25 per cent results directly from gov- 
ernment programs. These figures as to government business com- 
pare with ‘‘approximately nothing’’ before the war. 

A major product of what Mr. Eastman referred to as ‘‘organization 
anc cooperation’ is the Federal Emergency Warehouse Association, 
the plan for which was devised by the O. D. T. division of storage last 
spring to band public warehouse companies in all large cities together 
into units with which procurement agencies could deal conveniently. 
Today, in more than 30 cities, public merchandise warehousemen have 
pooled their facilities in these local associations, and 30 more such 
pools are planned. A manager of each unit serves as a central agent 
in each city, contracting with government agencies for the storage 
of consignments much greater than any of the members could handle 
singly, and distributing the goods among the member warehouses. 

Upon the F. E. W. A. structure has been superimposed a leasing 
program which permits the O. D. T. to procure almost unlimited amounts 
of additional dry merchandise storage space on short notice. To make 
this expansion possible, the O. D. T. with the support of the Office of 
Lend-Lease Administration, has contracted with each Federal Emer- 
gency Warehouse Association to manage for the government any suit- 
able buiidings which the O. D. T. might lease for storage. 

Thus far more than one million square feet of space has been 
diverted to dry merchandise storage through this program and is now 
operated by local warehouse associations, which are located in At- 
lanta, Baltimore, Boston, Buffalo, Chicago, Cincinnati, Corpus Christi, 
Denver, Des Moines, Jacksonville, Evansville (Ind.), Indianapolis, 
Jersey City, Kansas City, Los Angeles, Louisville, Memphis, Milwau- 
kee, Minneapolis, New Orleans, the port of New York, Norfolk, Phila- 
delphia, Pittsburgh, Rochester (N. Y.), St. Louis, San Francisco, 
Savannah, Syracuse, Tampa and Toledo. 


Refrigerated Warehousing 


The situation here is much easier than was anticipated some 
months ago. A serious shortage of space predicted for this winter 
was averted, largely as the result of changes in lend-lease requirements, 
ocean shipping, production, and domestic marketing. 

This branch of the industry is operating some 555 million cubic 
feet of net piling space, about 410 million cubic feet of which is. 
cooler space. At least 30 per cent of the holdings are either govern- 
ment-owned or in process for purchase by government agencies. How 
much more is the result of government programs, it is impossible to 
estimate. 

The reasonably favorable outlook in the refrigerated warehouse 
situation is predicated upon a continued improvement of the ocean 
shipping picture and upon solution of manpower problems. Virtually 
no expansion is possible, although some additional conversion from 
cooler to freezer space may be effected. 

Holdings of nine major commodities requiring freezer space—zero 
and below—were some 83 million pounds less in January than in 
the corresponding month of 1942, and substantially less than antici- 
pated. The shortage in butter, of which refrigerated warehouses held 
only 25 million pounds January 1—far less than had been anticipated 
—accounted largely for failure of total holdings to reach expectations. 
Drop in production, shifting lend-lease requirements, and domestic 
consumption were the depressing factors. 


January 1 holding of eight major commodities in cooler space— 
30 degrees and above—were some 117 million pounds more than dur- 
ing January of 1942, but less than anticipated last spring. The com- 
modity which did the most to ease the situation in cooler space was 
cheese, January holdings of which were much less than anticipated. 
Reason: Lend-lease demands again, combined with heavy domestic 
consumption and an improved ocean shipping situation which allowed 
cheese to be moved out almost as soon as it was produced. 


Port Conditions 


In contrast to the situation which prevailed during the last war, ° 
when thousands of freight cars at a time piled up behind New York, 
our ocean ports today are as ‘‘liquid as water.’’ Freight bound for 
ports for off-shore movement is controlled through a system of O. D. T. 


block and unit permits, by which freight is matched with available 
space on vessels and in storage. 


Coal and Grain on Lakes 


To allow free movement of coal and grain on the Great 
Lakes before the iron ore traffic reaches the full stride of the 
1943 season, the Office of Defense Transportation has tempo- 
rarily suspended certain restrictions intended to give preferen- 
tial treatment to ore cargoes. 


Two orders (Suspension Orders O. D..T. 25-3 and 9-1) is- 
sued March 11 suspended until further notice the requirement 
of O. D. T. permits for movement of commercial vessels on the 
Great Lakes, and lifted until May 1 restrictions on coal move- 
ments on the Lakes. Continuing, the O. D. T. said: 


Continuing sub-zero temperatures on the Upper Lakes, meanwhile, 
indicated that hopes of lake operators and O. D. T. officials for an 
early opening of the 1943 shipping season probably will not be realized. 

Although the U. S. Coast Guard is surveying lake conditions this 
week and planning to send ice plows up the lakes as soon as pos- 
sible, April 1 appears to be the earliest probable date, and weather 
conditions may postpone the opening further. Last year the first 
cargo of ore was loaded March 23, earliest in history. 

Despite the long winter in the lakes region, O. D. T. officials are 
anticipating an over-all tonnage increase of as high as 7 per cent 
over the ‘all-time record of 178,577,828 net tons of commercial bulk 





598 


freight moved on the lakes last season. However, the opening and 
closing dates of the navigation season will affect the total. 

A major reason for the optimism is an anticipated improvement in 
the vessel supply situation on the lakes. Some craft have been diverted 
from lake service, but the U. S. Maritime Commission is building 16 
new ore carriers capable of carrying about 13,000 tons each. All are 
scheduled for delivery this season. 

The record breaking season of 1942 saw the movement of 103, 
125,995 net tons of iron ore, 47,814,347 net tons of bituminous coal, 
565,176 net tons of anthracite coal, 8,492,262 net tons of grain, and 
18,570,048 net tons of limestone. 

O. D. T. officials said a tentative goal of 106,400,000 net tons had 
been set for the movement of ore this season. 

Petroleum movements to the east via lake routes are expected to 
reach a maximum of approximately 76,000 barrels a day during July, 
August and September. 





LAKES ORE MOVEMENT 


A tentative quota of 95 million gross tons, mine weight, for 
the 1943 Great Lakes iron ore movement has been announced 
by the War Production Board. It is subject to revision upward 
or downward in the season as conditions dictate, says the board, 
adding: 


The quota is almost three million tons more than the record 92,- 
076,781 tons moved in the 1942 season and is 15 million tons higher 
than the 1941 figure. Prior to 1941, the record, set in 1916, was 66 
million tons. 

The 1943 figure was arrived at in conferences between producers, 
consumers, shippers, and the Steel Division and the Stockpile and 
Transportation Division of W. P. B. The latter will prepare a direc- 
tive to the Office of Defense Transportation to make the necessary 
ship space available. 

While no undue difficulty is expected in meeting this year’s goal 
because of the scheduled addition of 16 new carriers to the Great 
Lakes fleet, weather will be the controlling factor. An early spring 
in 1942 permitted the ice breakers to clear channels in March so that 
the actual ore movement got started downlake on March 25 and con- 
tinued for a long 234-day season. 

The outlook for such an early opening is not so good this year, 
but the addition of 16 big ships to last year’s 305-boat fleet will more 
than make up the aifference. Half the new ships are expected to 
be in service early in the season and the others shortly after the 
midway mark is reached. These boats will carry 14,000 tons each 
and make four trips a month. 

The size of the shipping task is shown by the fact that an average 
of 395,866 tons of ore must be loaded and shipped daily from the 
upper lake ports in an average season of 240 days to meet the quota. 


Eastman on Transportation 


In an address at a “Keep ’Em Rolling” rally at Philadel- 
phia, Pa., Director Eastman, of the Office of Defense Trans- 
portation, after outlining the tremendous problems faced by 
transportation agencies, turned to criticism of O. D. T. activi- 
ties, and later discussed the power of labor and public reaction 
to it. 

“TI know that our activities have at times been annoying or 
worse,” said he. “Some of the criticism has been justified, and 
where it was, we have tried to mend our ways. I know, also, 
that there has been some resentment and suspicion, on the 
ground that we were being used by the railroads of various large 
industries to pull their chestnuts out of the fire and put over, 
under the smoke screen of war emergency, schemes that they 
have long had in mind for their own benefit. 

“T do not know that I can remove these suspicions from all 
minds, but let me say this: I doubt whether there are many 
who rate the importance and value of truck transportation more 
highly than I do, and I believe the truck operators who are 
familiar with my record know this to be the fact. What we 
are trying to do has only one purpose, and that is to keep truck 
operations going notwithstanding these desperate shortages 
which threaten their life. You may not like this frying pan, 
but the fire is worse. Here is where we stand with respect 
to only one of these shortages. The present allotment of rub- 
ber for new tires for commercial motor vehicles is much less 
than the amount they consumed in 1941, and the average quality 
is worse. It will not permit nearly as much mileage. Too 
much is still being operated. Some classes of trucks are now 
ineligible for new tires. Only the saving of more mileage can 
improve this situation, and unless it is improved, more classes 
of trucks are very likely to be ineligible before the year is 
over. We propose to do everything in our ability and power 
to improve it. Already we have had fine cooperation, but we 
must have more.” 


Comment on Labor 


Referring to the fact that in his audience there was a large 
representation from labor, he said he was going to take ad- 
vantage of the opportunity to say some things about labor 
organizations that had been on his mind. So far as he knew, 
they had no special application to the labor groups represented 
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before him, said he, and perhaps none at all, “but if the coat 
doesn’t fit, just don’t put it on.” Continuing, he said: 


In my sixty years of life 1 have watched labor unions grow cop. 
tinually in number, strength, and power. In 1902, at the time of the 
great strike in the anthracite region, I lived in that part of the coun. 
try and I saw the bitter struggle of the mine workers for better cop. 
ditions in a state which was then a principality of its railroads anq 
great industries. I have lived through the time when what we useq 
to call the ‘‘vested interests’’ had extraordinary power and through 
the days of banker domination. As the unions have gained in strength 
I have been happy over the better wages and working conditions that 
they have brought to the workers of our country. They have ceaseq 
to be underdogs. They have in fact come into very great power. 

‘‘Uneasy lies the head that wears a crown.’’ Power brings with 
it responsibilities. It is also very easy to abuse. When the ‘‘vesteq 
interests’’ had power, they abused it. So did the bankers. I wish 
that along with what is properly said about the rights of labor, more 
time were spent on the responsibilities which go with power. I have 
been fortunat2 enough in my time to know many business men, bankers 
lawyers, public office holders, and labor leaders. Every one of these 
groups has its racketeers, its would-be Hitlers, and its tricksters. And 
every one has its men of honor and responsibility and devotion to the 
public good. In my judgment, the percentages are about the same 
in the case of all these groups. 


Fears Public Reaction 


I fear that labor unions are in some danger. They are new to 
power. Here and there it has gone to their heads somewhat, and in 
some cases they have allowed abuse to creep in. They are for liberty 
and democracy, they are against tyranny and despotism, but have they 
always carried these pyecepts into practice in their own affairs? They 
demand that business men be held to public accounting, but are they 
willing to be so held themselves? The pendulum always swings from 
one extreme to the other. ‘There is danger of a public reaction against 
labor unions, and already I see signs that it is setting in. If their 
houses are not in order, I suggest that clean these houses themselves, 

There is no better breeding time for such reaction than war time, 
Practices which the public will overlook in normal times, they will 
not overlook in days of war. They will resent it bitterly, if they come 
to the opinion that the unions are placing their own special welfare 
ahead of their country’s welfare. In times of widespread unemploy- 
ment, they will tolerate make-work devices, absenteeism, and the cut- 
ting of hours to the bone. But they will not excuse these things in 
days of manpower shortage when the country is in dire need of the 
greatest possible production. Nor will they fail to resent strikes at 
such a time when the government has set up all manner of machinery 
for the fair settlement of labor disputes, nor demands for extraordinary 
wages at a time when inflation is one of our greatest dangers and the 
boys in the army and navy are risking their lives for a pittance. 


Praise for Transport Workers 


No nian in public office is worth his salt unless he warns the 
people of the dangers which he believes they may be facing. Do not 
get the idea, however, that I have any general complaint against the 
transportation workers of the country, and in particular against those 
that work on the trucks. I could not possibly have such a complaint, 
for I know too well that the transportation system of the country 
could not be making such a splendid record in the war, if the workers 
in general were not doing their part. I know also, from what the 
managers and shippers have told me, of the long, hard hours, often 
without proper rest, that many, if not most, of the employes are 
putting in. And finally I know, from observation and personal ex- 
perience, of the excellent and most valuable cooperation that my office 
is getting from the labor organizations, and especially from the union 
that my friend Dan Tobin heads. I have heard also of the Philadelphia 
Labor-Management Arbitration Plan and of the fine results it has pro- 
duced in its five years of life. 

Suniming up all that I have tried to say, in this greatest and most 
terrible war that it has ever suffered, our country needs the trucks 
and all the other rubber-borne vehicles as it has never needed them 
before. They must be kept rolling. With shortages to right of them, 
shortages to left of them, shortages in front of them, never was there 
a harder job to do. It cannot be done without sacrifice, hardship, 
and the full and devoted cooperation of all concerned. But it must 
be done, and it will be done. 





TRUCK INFORMATION OFFICES 


Joint information offices, serving as clearing houses for 
information on empty or partially-laden trucks and available 
traffic, have been established at 863 Seventh Avenue, San Diego, 
Calif., 317 Ninth Street, Mason City, Ia., and 351 South Warren 
Street, Syracuse, N. Y., the Office of Defense Transportation 
has announced. The O.D.T. said the office managers would be: 
Mrs. Lucille H. Cunniffe, at San Diego; F. G. Cookman, a 
Mason City, and Joseph C. Fields, at Syracuse. 





LOCAL TRANSIT COMMITTEE 


The Office of Defense Transportation has effected the ol 
ganization of a joint labor-management committee of repre 
sentatives of the Amalgamated Association of Street Electrit 
Railway and Motor Coach Employes and the American Transit 
Association. Similar conferences were also being planned fo 
other groups within the local transit industry, said the O. D.T: 
adding that “the principal function of labor-management com 
mittees in local transit will be consideration of the manpowe! 
and equipment shortages which now face the industry.” 
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Refrigerator Car Service 


The Office of Defense Transportation sees expansion of the 
market for fresh fruits and vegetables, as a result of rationing 
of certain canned goods and frozen food products, increasing 
demands for railroad refrigerator car service and intensifying 
shortages of such cars. 

In a review of the refrigerator car situation, the O. D. T. 
said there was also the shifting of citrus fruit traffic from 
trucks to railroads. In the present season, it said, shipments 
of Florida citrus by truck had declined by about 40 per ceni, 
adding approximately 6,000 carloads to the volume of rail ship- 
ments or oranges and grapefruit. 

“The refrigerator car supply situation, now tight in several 
areas, is expected to become easier during April and May, when 
there is a between season lull in shipments of perishables,” said 
the O. D. T., adding that beginning in June, however, renewed 
tightening of the supply was expected and that there might be 
serious shortages in later months, particularly in October. 

The most serious current shortage was in the Red River 
Valley region of the Dakotas and Minnesota, where it had been 
difficult to supply a sufficient number of refrigerator cars for 
seed potatoes to southern and southeastern states. The O. D. T. 
said the I. C. C. agent for refrigerator cars had issued two or- 
ders, effective Feb. 22, one requiring substitution of ventilated 
box cars for refrigerator cars in the transportation of citrus 
fruits to points in southeastern territory and the other reducing 
by 50 per cent the number of refrigerator cars supplied for 
movement of beer from middle western breweries. 

“A subsequent order, March 6, discontinued until further 
notice all beer shipments in refrigerator cars, except shipments 
for a distance of over 200 miles in cars which otherwise would 
be running empty on the return movement to their home terri- 
tory,” said the O. D. T. “Beer shipments for the army, navy, 
marine corps and coast guard were exempted from the order. 
Additional orders on March 5 and March 8 gave preference to 
movement of seed potatoes over table stock in refrigerator cars, 
from Maine as well as the Red River Valley, until the emer- 
gency has passed.” 


A less serious shortage of refrigerator cars was affecting 


the movement of apples from the Wenatchee Valley in Wash- 
ington, it said. 


The number of refrigerator cars dropped from about 173,000 
in 1928 to around 143,000 at the beginning of 1942, principally 
because of motor truck competition. Present shortages, said the 
0. D. T., resulted primarily from shifting of traffic to the rail- 
roads from highways and waterways. O. D. T. officials said 
there was little prospect that materials would be obtained to 
relieve the situation by the building of new cars. 


Reference was made to the plan under which the manager 
of the refrigerator car pool has authority to control the move- 
ment of refrigerator cars. A large amount of cross hauling 
had been eliminated on the eastern seaboard by interchange oi 
cars used for hauling Florida citrus fruit north and Maine 
potatoes south. Cars used in these movements formerly were 
returned empty. It had not yet been found possible, however, 
to make a substantial. reduction in the empty return movement 
of refrigerator cars to California. Continuing, the O. D. T. said: 


Around 85 per cent of the California citrus crop is marketed in the 
territory east of the Mississippi River and north of the Ohio River. 
About 50,000 refrigerator cars operate out of California, and at least 
ath cent of those in the transcontinental traffic move empty west- 
ound. 

Various steps have been taken by O. D. T. and the I. C. C. to en- 
courage utilization of these cars for other than perishable traffic, in 
order to reduce the empty mileage and in order also to reduce the 
heavy transcontinental movement of box cars, which carry export 
freight and materials for Pacific coast war industries westbound but 
in many cases have to return empty eastbound. One transcontinental 
Toad recently was moving as many as 3,000 empty box cars a week, 
and the movement has been correspondingly heavy on other lines. 

The space taken up in refrigerator cars by bunkers at the ends 
of the car and by insulation of the walls and roof reduces their cubic 
capacity to about two-thirds that of box cars. They cannot, therefore, 
always carry the minimum loads of non-perishable freight prescribed 
under O. D. T.’s general orders requiring heavier loading of freight 
cars. To meet this situation, in the case of less-than-carload freight, 
0. D. T. for several months has been issuing special permits allowing 
transportation of 1. c. 1. freight, in refrigerator cars to the Far West, 
in loads of less than the 10 tons per car prescribed by its General 
Order No. 1. 

In the case of carload freight destined to points in Arizona, Cali- 
fornia, Idaho, Nevada, and Utah, the railroads have been authorized, 
since January 25, 1943, under I. C. C. Service Order No. 104, to furnish 
up to three refrigerator cars for transportation of a carload lot that 
would normally be carried in a single box car. 

The foregoing measures for utilization of westbound refrigerator 
Cars have not been extensively availed of, for the reason that use 
of such cars for general freight involves certain disadvantages. If 
vegetables requiring top icing have been carried on the eastbound 
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movement, the floor of the car, after unloading, may be so wet as to 
cause damage to commodities subsequently loaded. And if a car that 
has carried products with top icing is unloaded at a place where the 
weather is extremely cold, there may be a solid sheet of ice under 
the floor racks that cannot be easily removed. Another disadvantage 
is that the doors on refrigerator cars open outward, and at many 
freight stations where ordinary freight is loaded and unloaded the 
doors cannot be opened or closed without moving the cars away from 
the station. 

The most conspicuous savings in use of refrigerator cars have been 
those accomplished as a result of the heavier loading of perishable 
freight prescribed by special directions issued under O. D. T.’s Gen- 
eral Order No. 18. During January, 1943, 19,468 refrigerator cars 
transported 97,340,000 more pounds of potatoes than in January, 1942. 
If the cars had been loaded no more heavily than was previously cus- 
tomary, 2,164 additional cars would have been required to carry the 
larger volume. 

Similarly, in January, 1943, 23,090,000 more pounds of onions were 
carried than in January, 1942, in 577 fewer cars than would have been 
necessary under former loading practices. A saving of 2,300 cars was 
likewise effected in January of this year, when 10,867 refrigerator cars 
transported 108,670,000 more pounds of Florida and Texas oranges and 
grapefruit than was handled in the same number of cars in the cor- 
responding month of last year. 

Since February 21, 1943, the O. D. T. has required California citrus 
shipments to be loaded to 567 boxes a car, compared with a former 
load of 462 boxes. On the basis of an anticipated shipment of 70,000 
carloads between March 1 and October 31, O. D. T. officials estimate the 
new loading requirement will result in a saving of approximately 
13,725 refrigerator cars during the eight-month period. 


A. A. R. Statement 


“Record demands on the nation’s refrigerator car supply 
have necessitated the more extensive use of ventilated box cars 
for the transportation of citrus fruits by Florida railroads,” 
said Warren C. Kendall, chairman of the car service division 
of the Association of American Railroads, March 11, adding: 


The increased need for refrigerator cars has been brought about 
by heavier movements of perishables and canned goods for the fight- 
ing forces and Lend-Lease Allies, and by diversion to the railroads of 
traffic which in peacetime moved in coastwise ships. 

Shippers will be asked to accept ventilated cars only in those cases 
where the destination areas will not subject the shipments to freezing. 
This arrangement, however, will be only temporary and will end as 
soon as conditions permit. i 

By using ventilated box cars where weather conditions permit, 
Florida citrus shippers are enabling the railroads to protect essential 
foodstuffs moving in colder climates. 

In order to maintain an adequate supply of ventilated box cars 
in the Florida citrus-producing area, the Car Service Division has 
issued an order to all railroads prohibiting the use of this type of 
car by railroads in the north and requiring their immediate return to 
the railroads serving Florida. 


Removal of Debris from Cars 


In an effort to speed up the movement of war materials 
and more fully utilize the existing freight-car supply, says the 
O. D. T., Director Eastman has appealed to shippers to remove 
dunnage, nails, strapping, and other debris from cars to permit 
immediate reloading without first moving the cars to repair or 
other tracks for cleaning by railroad forces. 

The appeal was made by Mr. Eastman in a letter to the 
O. D. T. regional transportation advisory committees in the 
major cities of the United States. These committees are com- 
posed of leading traffic men and were set up to advise the 
Office of Defense Transportation on all phases of local trans- 
portation matters. 

The removal of dunnage—materials such as bracing used 
in loading cars—and other debris, declared Mr. Eastman, “has 
long been a subject of discussion between the users of railroad 
transportation and the railroads.” 

“It is widely recognized,” the letter continued, “that the 
car-days, locomotive time, and man-hours now consumed by the 
railroads in readying carelessly unloaded cars for reloading 
represent wasted capacity that, in war time, should be devoted 
to actual transportation performance.” 

Mr. Eastman paid tribute to the work done in this field by 
the Shippers Advisory Boards and other shipper organizations, 
but he went on to point out that the O. D. T. field forces con- 
tinue to report opportunities for further cooperation in this 
conservation program. 

A recent survey made by some of the larger carriers indi- 
cated, Mr. Eastman said, that for an individual carrier as many 
as 20,000 cars were handled over the cleaning tracks in one 
month. Photographs and reports on such cars show that they 
contain not only bracing material used for the safe transporta- 
tion of the commodity carried in the car but a great deal of 
foreign matter. 

This practice of leaving cars unfit for loading, Mr. East- 
man said, was inconsistent with the effort being made to con- 
serve equipment, since it took from three to five days for a 
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car to be switched from an industry to the cleaning track and 
then reswitched to another industry for loading. In addition to 
the car-days wasted, additional locomotive power was required, 
he added. 


GRADE-CROSSING ACCIDENTS 


Director Eastman has urged every motorist to exercise the 
utmost caution to avoid grade-crossing accidents. Commend- 
ing the National Safety Council for making reduction of grade- 
crossing accidents one of the primary objectives of its current 
campaign to “Save Manpower for Warpower,”’ Mr. Eastman 
pointed out that such accidents not only wasted manpower 
needed for the war effort but also caused train delays that 
might seriously interfere with movement of war traffic. 

“The extent of such delays is graphically illustrated by the 
calculation that grade-crossing accidents result, every day of 
the year, in delaying 38 trains for an average of 22 hours,” 
said he. 


MOTOR VEHICLE REPAIRS 


Essential motor vehicle repairs should have priority over 
repairs which may be put off without endangering safe opera- 
tion or impairing mechanical life of the vehicles, according to 
a. Rogers, director of the division of motor transport, 

In a letter to several national automotive organizations, he 
has called on garages and service establishments voluntarily to 
ration their facilities and mechanics’ time so that essential re- 
pairs will have precedence. Mr. Rogers’ appeal was prompted 
by complaints from truck operators engaged in essential haul- 
ing that they were unable to have vital adjustments and repairs 
made on their vehicles because many garages and dealers were 
engaged in other work, much of it not of a pressing nature, 
such as the repair of bumpers, fenders, and radiator grilles. 


REMOVAL OF STATE BARRIERS 


The Virginia Reciprocity Board has made a report to 
Governor Darden, which the governor has accepted, extending 
reciprocity to operators of motor vehicles of other states, the 
Office of Defense Transportation has been informed by the 
Virginia division of motor vehicles. As a result, it was stated, 
Virginia will waive the 2 per cent gross receipts tax on common 
and contract carriers, without the state, and the registration of 
their vehicles. License plates on all interstate operations like- 
wise will be waived. ‘The gasoline purchase requirement of 
Virginia, applying to carriers from other states operating in or 
through Virginia, would be continued in effect, it was stated. 
Director Eastman has been active in seeking removal of bar- 
riers to interstate commerce such as those Virginia has had in 
effect heretofore. 


CONTROL OF PUERTO RICAN VEHICLES 


To provide a means to enforce conservation of gas, tires 
and vehicles, all of which must be imported in critically scarce 
ships, the Office of Defense Transportation has issued General 
Order O. D. T. No. 34 requiring approximately 20,000 rubber- 
tired commercial vehicles on Puerto Rico to carry Certificates 
of War Necessity after April 1. After that date it will be 
unlawful for a commercial vehicle operator on the island to 
obtain motor fuel, parts, tires or tubes for his vehicle unless 
he presents a valid Certificate of War Necessity. 

The effective date of the order may be postponed by the 
O. D. T. regional director in Puerto Rico to such a time after 
April 1 as he may decide, provided that it is not beyond June 
1. The certificates may be suspended or revoked by the O. D. 
T. for violation of O. D. T. speed, loading or other restrictions, 
or for other good causes, according to the O. D. T. 


0.D.T. FIELD OFFICES 


Director Eastman has announced the opening of three new 
field offices by O.D.T.’s division of railway transport. The new 
offices are at Houston, Tex., Louisville, Ky., and Sacramento, 
Calif. 

Ernest A. O’Donnell, formerly with the Southern Pacific, 
who has been with the O.D.T. as Supervisor of Rail Terminals 
in Los Angeles, Calif., since last August, has been appointed 
deputy director in charge of the Houston office. Mr. O’Donnell 
replaces W. T. Long, Jr., who has resigned to return to the 
Texas & Pacific. Mr. Long had been serving as deputy director 
with headquarters at Dallas. 

Arthur E. O’Dea, of Buffalo, N. Y., formerly with the Lehigh 
Valley, has been named supervisor of rail terminals in charge 
of the new office at Louisville, Ky. Mr. O’Dea came to the O.D.T. 
from the War Production Board, where he held the position of 
principal industrial specialist in the railroad unit of the indus- 
trial salvage branch. 

John G. Nolte, of Stockton, Calif., formerly with western 
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railroads, including the Western Pacific, who has been with the 
O.D.T. at Salt Lake City, Utah, since last August as assistant 
supervisor of rail terminals, will go to the new Sacramento 
office as supervisor of rail terminals. 

Harvey A. Connett, formerly with the Union Pacific, has 
been appointed supervisor of rail terminals at Salt Lake City, 
Utah, to fill the position left vacant by the transfer of Mr. Nolte. 
Mr. Connett has been with the O.D.T. as a field consultant since 
last September. In this position he has been engaged in making 
a study of the Los Angeles terminal situation. 


Transport Statistics Comment 


The high earnings of Class I railroads in 1942 reduced to 
insignificance the aggregate deficit of railways reporting a 
deficit in net income, said the Commission’s Bureau of Trans- 
port Economics and Statistics in its monthly comment on trans- 
portation statistics. The bureau said that out of 132 reports, 
representing 136 railways, 117 reports showed a net income of 
$956,862,233 for the year 1942, three reports gave the net in- 
come as zero because the net income or deficit was absorbed by 
the controlling company, and 12 reports showed deficits aggre- 
gating $8,001,578. These twelve roads, the bureau said, were 
Burlington-Rock Island; Minneapolis, St. Paul & Sault Ste. 
Marie; Georgia & Florida; Minneapolis & St. Louis; New Or- 
leans, Texas & Mexico; San Antonio, Uvalde & Gulf; New York, 
Ontario & Western; Long Island; Pennsylvania-Reading Sea- 
shore Lines; Pittsburgh & Shawmut; Pittsburgh, Shawmut & 
Northern; and Northwestern Pacific. 

“The net income of Class I railways after all taxes and 
fixed and contingent charges for the calendar year 1942,” said 
the bureau, “was $958,860,655, compared with the corresponding 
total for 1941 of $501,393,076, an increase of $457,467,579. If 
the net income is computed without deduction of federal income 
and profits taxes, the comparison is $1,717,727,956 for 1942 
against $673,990,345 for 1941, an increase of $1,043,737,611. The 
federal income and profit taxes, which amounted to $758,867,301 
for 1942, were thus 44.18 per cent of the income available for 
their payment.” 

An examination of monthly figures for the past four years 
showing average speed of freight trains, gross tons for each 
train, and gross ton-miles a train-hour, the bureau said, “indi- 
cates a downward trend in average speed since April, 1941, 
falling to 15 miles per hour for December, 1942, the lowest 
monthly level since February, 1936. Average speed during the 
past four years has reached a peak during the spring months, 
the years 1939 and 1941 having their peak in April, and the 
years 1940 and 1942 in May. The decline in speed during the 
latter months of 1942 was more than seasonal, suggesting a 
possible change in trend. 

“Gross tons per train reach their maximum during the six 
months’ period May to October of each year, with the peak 
month falling either in the late summer or early autumn. The 
general trend has been steadily upward for the past four years, 
rising from 1,985 tons in December, 1939, to 2,214 tons in 
December, 1942. 

“Gross ton-miles per train-hour, which reflect changes both 
in average speed and gross tons per train, have shown a steady 
upward trend from 1939 to 1942, with the peak months lying 
between May and September. During the latter months of each 
year there is a seasonal decline. The decline during the last 
six months of 1942 was greater than during comparable periods 
for 1941, 1940, and 1939.” 


W. P. B. DRY CHEMICALS TRANSPORT PLAN 


Continuing a program for elimination of cross-hauling by 
the authorization of pooling arrangements by chemicals pro- 
ducers or manufacturers to enable them to exchange orders 
with a view to coverage of limited areas by each in filling 
orders, the transportation unit of the War Production Board 
has planned issuance of W. P. B. transportation request No. 2, 
permitting such pooling arrangements with respect to soda ash, 
caustic soda, potash, and other dry or solid chemicals, possibly 
including copper chemicals used as fungicides, according to 
information obtained at the W. P. B. 

It was stated that the transportation request might include, 
besides the items listed, other dry or solid chemicals with re- 
spect to which the tonnage moved was sufficiently large to make 
exchanges of orders feasible.. Orders might be exchanged by 
chemicals manufacturers, it was said, in cases such as that of 
a manufacturer in the south who supplied a certain commodity 
in the chemicals list to customers in New England and a New 
England manufacturer who filled orders for the same comMm- 
modity for customers in the south. The transportation request 
would be submitted to the Attorney General for a certification 
to suspend the applicability of the anti-trust laws to the col- 
sidered arrangements in the period of the present war emel- 
gency, it was stated. 
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Future of Transportation 


President Roosevelt March 10 transmitted to Congress a 
report of the National Resources Planning Board containing a 
series of recommendations for post-war planning, including rec- 
ommendations relating to transportation, based on the report en- 
titled ‘“Transportation and National Policy” made public by the 
planning board and transmitted to Congress last fall by the 
President (see Traffic World, Nov. 7, 1942, p. 1095). It was in the 
summary of the latter report that the statement was made 
that ultimate solution of the problem created by public expendi- 
tures on transportation facilities might lie in the public owner- 
ship or leasing of all basic transport facilities. 

The only specific recommendation in the report of last fall 
that the planning board approved at that time was that there 
be established a national transportation agency to coordinate 
all federal development activity in transportation along the 
lines of a general and progressive plan under appropriate legis- 
lative directives. The board said it was fully in accord with 
the view in the report that the building of a superior and more 
effective transport system “is a basic essential to the fuller 
development of our national economy.” 


The report on ‘Transportation and National Policy” was 
prepared under the general guidance of Owen D. Young as 
chairman of the advisory committee appointed by Frederic A. 
Delano, chairman of the planning board, in July, 1940, “for 
advice on the transportation study the board had undertaken 
in response to a request from the President,” according to 
statements made by the board at the time of submittal of the 
report last fall. Chairman Young, however, said it must not 
be understood that the members of the advisory committee 
necessarily endorsed the views in the report. 


The matter relating to transportation embodied in the re- 
port transmitted to Congress March 10 is set forth under the 


heading, “Findings and Recommendations—National Resources 
Planning Board.” 


The recommendations of the board relating to transpor- 
tation follow a discussion of “urban redevelopment” winding 
up with relocation and modernization of terminal facilities. 
Beginning at that point the text of the board’s “findings and 
recommendations” with respect to transportation follows: 


(4) Relocation and modernization of terminal facilities—air, rail, 
highway, and port—either these metropolitan authorities should be 
given appropriate powers or such powers should be included with 

b. Transportation Modernization. We recommend: (1) A National 
Transportation Agency should be created to coordinate all federal de- 
velopment activity in transportation, absorbing existing development 
agencies, and cooperating actively with regulatory agencies. ‘The 
agency would be responsible for unifying government transportation 
planning, administrative and development functions, and would assume 
leadership in consolidation, coordination, and reconstruction of trans- 
portation facilities and services. 

(2) Public Responsibility for Basic Transport Facilities for all 
media of transport—air, rail, water, highway, pipes, etc.—through. 

Terminal reconstruction—planning and construction of modern uni- 
fied terminals as an integral part of the city plan for urban areas, 
is a logical public responsibility for which the Transportation agency 
should undertake active leadership; 

Federal credit for the provision of new facilities, and for the 
modernization and rehabilitation of selected old facilities such as new 
transcontinental transportation strips for all media, east-and-west and 
oo new aids to navigation and safety provisions for all 
modes. 

(3) For each media, we recommend consideration of: Railroads.— 
Consolidation of railroads into a limited number of regional systems 
by legislation with appropriate authority granted to the Transpor- 
tation Agency to enable such a program to be carried out vigorously. 
Grade and curvature revision, construction of cut-offs and unification 
of important through railroad routes, application of modern signal 
and dispatch devices, and revision of trackage facilities to provide 
adequately for efficient and low-cost post-war traffic. 

Highway Transport.—Under the leadership of the Transportation 
Agency and on the basis of powers inherent in the control of federal 
development funds, the task of establishing highway transport on a 
modern and efficient basis after the war should be undertaken at once. 
Major emphasis must be directed to the provision of express highways 
and off-street parking in urban areas. 

Under the guidance of the Transportation Agency distribution of 
federal and state funds to municipalities should be revised to cope 
adequate with the urban problem. 

Authority should be granted the federal and state governments 
to acquire and finance adequate lands and rights-of-way for the ac- 
count of state and lecal governments as well as for federal develop- 
— agencies to permit the ready undertaking of projects after the 

rar, 


Expansion of Air Transport.—The Transportation Agency should 
plan immediately for the conversion of the aviation industry from 
war to peace; for the development of an expanded and integrated sys- 
tem of airports and airways designed for both passenger and freight 
Services; and for a rational program for coordinating an expanded 
air transport system with other types of transport. 

New River and Harbor Developments for internal and foreign trade, 
a required to round out existing systems and where justified by 
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existing or prospective traffic which can thus be handled more 
economically than by other means of transportation. 

Pipe Lines.—The Transportation Agency should, in cooperation 
with pipe-line companies or through a public or mixed corporation, 
plan and carry out an enlargement and integration of the network 
of major pipe lines under which the nation’s essential liquid fuel 
supply can be assured in future emergencies. 

(4) Post-War Investment.—The transportation industries, properly 
developed and coordinated, offer some of the most promising oppor- 
tunities for wise investment. Planning and execution should be a 
function of the Transportation Agency and should seek to facilitate 
the transition from war to peace and provide America with the best 
that can be devised in integrated transport facilities. 


These proposals are developed in the report of the Board on Trans- 
portation and National Policy, 1942. 


Under the heading, “Demobilization of Wartime Economic 
Controls,” the board made a number of recommendations “for 
consideration,” and, in recommending that wartime experience 
should be utilized to develop such regulation “as may stimulate 


the effective functioning of competitive business in normal 
times,” in part, it said: 


Wartime experience has indicated the public importance of cer- 
tain industries and the desirability of continued federal control of 
their operation. Industries based on scarce raw materials, or those 
with rapidly diminishing reserves, and industries supplying power and 
fuels, fall into this category. Transportation and other public services 


may likewise be more closely controlled in the interest of national 
defense and the public welfare. 


The President also transmitted to Congress a report of 
the board on security, work and relief policies, including an 
underlying report in which the railroad retirement system was 
discussed. 

In his transmittal message covering both reports the 
President did not commit himself as to details but urged that 


Congress give consideration to the matters covered in the 
reports. 


Transportation Board Money 


Unless Congress appropriates additional money for the 
work of the Board of Investigation and Research, the board 
may have to cease operations before September 18, 1944, the 
date to which its life has been extended by proclamation of 
the President, in accord with the provisions of the transporta- 
tion act of 1940, according to testimony given before the Senate 
committee on appropriations. 

Nelson Lee Smith, chairman of the board, appeared before 
the committee in support of legislation authorizing a realloca- 
tion of presently available funds for travel expenses and for 
printing and binding, the board desiring to use $11,000 in- 
stead of $6,500 for travel and $23,000 instead of $12,000 for 
printing and binding. 

Congress provided in the first supplemental national de- 
fense appropriation bill, 1943, that the money then appropriated 
for the board should be used to complete the studies and inves- 
tigations, Chairman Smith explained. He said Congress had 
— a total of a little better than $800,000 for the 

oard. 

The present outlook, according to the testimony, is that 
the board may have to cease operations June 30 this year, the 
end of the present fiscal year, for lack of money. 


“T repeat that it is not the thought of the board that the 
termination on that date is desirable,” said Chairman Smith. 

Senator Brooks, of Illinois, thought an estimate for more 
money was under consideration. Chairman Smith said the Bu- 
reau of the Budget had not transmitted any such estimate. 

“We understand the Budget has no present intention of 
submitting such an estimate,” said Chairman Smith. 


Asked by Senator Holman, of Oregon, how important were 
the duties of the board, Chairman Smith said the board thought 
they were “very important,” and briefly reviewed the require- 
ments of the transportation act of 1940 as to its duties. Sen- 
ator Holman thought the work of the board was of no benefit 


for the present, but Chairman Smith said that he would not say 
that. 


“Take, for example, the Office of Defense Transportation,” 
said he. “We have been working in cooperation with them and 
have under way certain studies of terminal situations which we 
fee] are useful.” 

Chairman Smith also directed attention to the fact that 
the board “in response to the sentiment expressed in Congress 
and in this committee.” had undertaken to study interterritorial 
peg rates. He said the report on that subject would be filed 

pril 1. 

“We should be able to furnish on or about June 30 our 
study of taxation and public aids,” said he. “The study of 
relative economy and fitness of carriers is the most significant, 
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the most significant of the functions we have to perform, and 
we are now carrying it forward.” 

He added it would not be possible to finish the latter study 
by June 30. 


POST-WAR HIGHWAY PROGRAM 


A proposed post-war highway program calling for the ex- 
penditure of not less than a billion dollars a year of Federal 
funds for a period of at least three years has been outlined 
to Major General Philip B. Fleming, Federal Works Adminis- 
trator, by the American Association of State Highway Officials. 

A delegation from the association was presented to Gen- 
eral Fleming by Commissioner Thomas H. MacDonald of the 
Public Roads Administration, Federal Works Agency. 

Brady P. Gentry, chairman of the Texas State Highway 
Commission and president of the association, told General 
Fleming that expenditure of $1,000,000,000 yearly in highway 
construction would give work for a year to approximately 
750.000 men, besides rehabilitating, improving and expanding 
the highway system. 

“The success,” he said, “of such a proposed program in 
the three-year period immediately following the war, must 
wholly depend on having sufficient and entirely complete plans 
ready when hostilities end. . . It must be remembered that be- 
fore contracts can be let for highway construction appregating 
$1.000.000,000 the State Highway Departments must make sur- 
veys, secure rights of way and draft detailed plans, at a total 
cost of approximately $200,000,000.” 


0. W. I. Commends Railroads 


In its “Victory” magazine, published only for overseas dis- 
tribution and patterned along lines similar to those of “Life” 
magazine, the Office of War Information has commended the 
wartime performance of the American railroads. 

Six pages of the 84-page publication are devoted to a pic- 
torial presentation, with descriptive reading matter, of the role 
of the railroads in the war, under the headings, “American 
Railroads Are Helping Win Another War.” and “Men, Machines 
and Victory.” Under the first of those headings, the O. W. I. 
includes the following statement: 


A transportaticn system that has long been one of the great 
achievements in our modern industrial civiliation has taken its impor- 
tant place in the war effort, in working with smoothness, with precision, 
and without pause, carefully synchronized with the highways, the 
airways and the waterways of the land to achieve the maximum of 
speed and certainty of delivery. 


The O. W. I. describes the U. S. railroad network as 
“tightly woven,” with 235.000 miles of “crisscrossed metal” reach- 
ing “every citv and hamlet. every mining town and port, every 
granary and forge, every factory and ranch, every corner of 
a huge, mighty, fertile, productive country now determinedly. 
angrily at war.” It says that 14.400 times every day—every six 
seconds—a line of cars leaves some point on America’s produc- 
tion belt carrying various kinds of war materials. 


Reproduced in the “art layout” is a small map showing the 
principal U. S. railroads and bearing the following caption: 
“This maze of lines represents the main railroad tracks of the 
United States. The small branches and connecting lines are 
not shown. Of all the railroad trackage in the world, America 
has over 30 per cent, Germany, Italy and Japan have only 10 
per cent.” 


Illustrations include a sectional view of a “mile-long” coal 
train and a full-page front angle view of a large locomotive. 
Covering two pages is a picture captioned: “Synchronized 
transportation; giant cranes unload coal and ore from boats to 
freight cars waiting on the dock.” 

Under the “Men. Machines and Victory” heading, the O. 
W. I. praises U. S. railroad workers in the following words: 


High above one of America’s many thousand railroad ‘yards, near 
the eastern seaboard, flies a huge American flag. It is a proud affair. 
larger than most, trimmed with gold braid, handsomely mounted. It 
is the sort of flag one sees on state occasions, at important functions. 
I! is an odd yet thrilling sight in a railroad yard. _It was purchased 
by voluntary contributions from the members-of the yard crew. The 
men of America’s railroads are old hands at the business of war. 
With them it is a personal affair. Men like them fought their way 
across an uncharted land inhabited by hostile Indians; they pushed 
America’s frontier to the Pacific; they harnessed a stubborn conti- 
nent, they have kept its thousands of trains rolling smoothly in times 
of peace; without complaint or even visible discomfort they have 
stepped it up to the exhausting demands of war. They are doing it 
again today. At this freight gateway, for example, over which this 
privately purchased flag flies as a symbol of the spirit of the men of 
America’s railroads, 70 trains arrive daily. Over a complex network 
of tracks and switches each train is broken up, its cars rerouted for 
a dozen destinations, all within the space of 10 minutes or less. 
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To save time waybills are photostated instead of copied. Orders are 


transmitted by teletype and pneumatic tube. Track motors replace 
human movement wherever possible. Damaged cars are lifted bodily 
by cranes from track to track to eliminate the smallest delay. The 
work goes on, day and night, without halt, in every kind of weather, 
War places a new value on time. Minutes become precious. Seconds 
wasted cannot be recaptured. The men of America’s railroads don’t 
waste them. They have a job to do, and they are doing it. 


Pictured with this reading matter are a conductor and an 
engineer, checking their watches for accuracy; a small electric 
yard engine, and a welder repairing a damaged freight car. 
Also shown is a locomotive, with the following information: 
“A thousand locomotives of all types are coming from the 
foundries to keep United States railroads at a war pitch. They 
haul heavy loads at a mile-a-minute pace.” 


POST-WAR PLANNING 


Representative Ploeser, of Missouri, has introduced a joint 
resolution, H. J. Res. 90, providing for an investigation and 
study by the Federal Trade Commission of plans and problems 
with respect to the effective post-war operation of our economic 
system. He said he had a volume that listed 109 commissions, 
agencies, committees and associations and institutes that were 
making plans for America and the world when the war ended 
It struck him, therefore, that it was about time that the Congress 
of the United States began to do something about the subject. 


“Unfortunately, the whole subject of planning for the post- 
war world has been brought into disrepute because of some of 
the fantastic schemes which have had the most advertising,” 
said he. “It has been hurt also by the fact that the very word 
‘planning’ is associated with the philosophy of those who want 
to run the country and the world by vast armies of bureau- 
cracies and by the baleful institution of executive directives.” 


In remarks referring to the National Resources Planning 
Board, which recently issued a report on transportation, Mr. 
Ploeser said he thought it was a fair statement that what the 
overwhelming majority of the members of the House wanted 
was some program “that is designed to make the present eco- 
nomic and social system work—not a program to substitute 
some other economic system in its place.” He said he was con- 
vinced that the National Resources Planning Board and the 
Board of Economic Warfare, so far as their planning activities 
were concerned, were convinced that the present economic sys- 
tem was finished. He said they felt that our present system was 
just about “all washed up” and that the only hope of the free 
enterprise system surviving was by taking the government in 
as a partner. 


Mr. Ploeser believed that the Federal Trade Commission 


could collect for Congress all the facts that Congress needed for 
post-war planning. 


RAIL PASSENGER STATISTICS 


For the eleven months ended with November, 1942, Class I 
steam railways, exclusive of switching and terminal companies, 
reported passenger revenues totaling $477,060,478, in coaches, 
and $385,882,326, in parlor and sleeping cars, as against $235,- 
123,508 and $188,036,688, respectively, for the comparable 1941 
period, according to a compilation by the Commission’s Bureau 
of Transport Economics and Statistics of passenger traffic sta- 
tistics, other than commutation. 

Revenue passengers carried totaled 314,167,156 in coaches 
and 41,053,146 in parlor and sleeping cars for the eleven months 
ended with November, 1942, as compared with 207,851,451 and 
21,874,582, respectively, for the like period of 1941. 

For November, 1942, passenger revenue totaled $60,824,112 
in coaches and $42,981,175 in parlor and sleeping cars as against 
$21,258,690 and $15,828,632, respectively, for November, 1941. 
The number of revenue passengers carried for November, 1942, 
was 33,782,191 in coaches and 4,330,537 in parlor and sleeping 
cars as compared with 18,590,122 and 1,872,335, respectively, 
for November, 1941. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 41,130 
freight cars for the week ended Feb. 27, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 17,388; auto box, 1,817; 
flat. 1,080; gondola, 3,574; hopper, 5,552; and miscellaneous, 
11,719. 

For the week ended March 6 the railroads reported an 
average daily surplus of 38,931 freight cars, made up of 15,891 
plain box, 1,701 auto box, 1,116 flat, 3,786 gondola, 4,928 hopper 
and 11,509 miscellaneous. 
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Pooling of Revenues 


“You have gone right to the heart of the railroad problem, 
and if you can arrange hearings to carefully and logically de- 
velop all the evidence in connection with the questions that you 
outline, you will have made a contribution of the greatest im- 
portance to the solution of this problem,” said Fairman R. Dick, 
of Dick and Merle-Smith, investment firm of New York City, 
in a letter to Senator Reed, of Kansas, commenting on the 
senator’s letter on pooling of railroad revenues written to Com- 
missioner Mahaffie (see Traffic World, Jan. 9, p. 61). 

The Senator’s letter dealt with his proposal to amend sec- 
tion 5(1) of the interstate commerce act to give the Commission 
power to require pooling of the avails of general increases in 
rates, fares or charges. 


“Briefly,” said Mr. Dick, who has appeared as a witness 
in Commission and congressional hearings involving the rail- 
roads, and who formerly was adviser to the Association of 
American Railroads on finance and credit, “I regard the rail- 
roads as suffering, and having suffered for many years, from a 
disease and if this disease is to be cured it must be properly 
diagnosed. The trouble is that so many of the diagnoses can be 
compared more accurately to the incantations of the Indian 
medicine men than to the careful research methods of the 
Rockefeller Institute. 


“IT have had twenty years of continual disappointment in 
my efforts to bring about a solution of the railroad problem 
but I have never abandoned hope. Our failures to solve this 
problem cannot be placed upon the shoulders of any group or 
class. In a nutshell, the government has not learned how to 
regulate successfully a large industry and the industry has not 
learned how to be regulated. To go back to the old days of 
laissez-faire is unthinkable; the problem of successful regula- 
tion must be solved. As far as the pure and simple economics 
of the problem are concerned, I am completely convinced that 
it can be solved and I am further convinced that the character 


and intelligence of the American people will succeed in solving 
this problem.” 


Petroleum Transportation 


Tank car shipments of petroleum and its products to the 
east coast area of shortage in the week ended Feb. 27 averaged 
798,274 barrels a day, 22,279 barrels below the daily average of 
the preceding week, Petroleum Administrator Ickes announced. 
He attributed the decrease to ‘‘transportation difficulties caused 
by the bitter cold wave of the previous week.” Reserves of oil 
in the east had grown so low, he said, that any substantial 
interruption to the daily supply coming into the area by tank 
car, pipeline or barge would result in severe hardship to the 
public. He observed that “if the warmer weather of spring 
—— arrive on schedule, we have only about two more critical 
weeks.” 


Tank car shipments of petroleum and its products into 
the eastern seaboard area in the week ended March 6 averaged 
797,000, barrels a day, one-tenth of one per cent below the 


Revenue Freight Loading 


Revenue freight loading the week ended March 6 totaled 
748,890 cars, according to the Association of American Rail- 
roads. This was 33,965 cars or 4.3 per cent under the pre- 
ceding week, 21,595 cars or 2.8 per cent under the correspond- 
ing week last year, and 6,273 cars or eight-tenths of one per 
cent above the corresponding week of 1941. Statistics pre- 
pared by the car service division of the association follow: 
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daily average of the preceding week, the Petroleum Admin- 
istration for War announced, March 11. 

Representative (Mrs.) Rogers, of Massachusetts, has intro- 
duced H. Res. 158, calling for construction of ‘another pipe- 
line’ from Texas to the east coast “or from the nearest point 
to the New England states in order to make oil available at 
the earliest possible moment.” 

A new and improved type of box-car petroleum carrier 
may soon be helping to solve the east’s oil shortage as the 
result of experimental efforts of the Baltimore & Ohio, the 
Office of Defense Transportation says, following an inspection 
of a model car by O. D. T. Officials. The description of the 
car follows: 


The model, constructed by the B. & O. in its Mt. Clare shops at 
Baltimore, is a standard automobile-type steel box car fitted with four 
steel tanks encased in wooden boxes. The tanks were constructed 
of 1/16-inch sheet steel riveted and welded. 

The box and tank units were built separately and loaded into the 
car through its standard 10-foot door, then anchored and secured to 
each other, completely filling the car, except for ample space allowed 
at the top for loading and unloading equipment. 

The car is fully equipped with necessary safety devices. It has 
a total capacity of 12,200 gallons, considerably more than the average 
tank car serving the east. The car has had at least one trial run, 
moving fuel vil from Baltimore to Washington, D. C. 


If further tests prove the advantages of the experiment 
and necessary materials can be obtained, several thousand of 
the cars may be recommended by O. D. T. for conversion, it 
was said, and O. D. T. made the estimate that at the present 
rate of effectiveness of tank cars serving the east, 1,000 of 
these converted cars could be expected to add more than 15,000 
barrels to the daily receipts by rail in the east. 

O. D. T. said that further tests were being conducted by 
the Association of American Railroads to determine whether, 
through the use of corrugated steel tanks, the wooden vats 
might be eliminated. In view of the steel shortage, it said, 
the possibility of using a substitute for steel in converting the 
car was also being explored, as was the availability of auto- 
mobile-type box cars and the related motive power problem. 


JEFFERS AND RUBBER PROGRAM 


Rubber Director Jeffers had done a good job in adminis- 
tering the rubber program, the so-called Truman committee— 
the Senate’s special committee investigating the war program— 
said in its second annual report, issued March 11. 

The committee said the synthetic rubber program in its 
early phases was “an outstanding example of administrative 
chaos.” 

“William Jeffers, since his appointment as rubber director, 
has eliminated this fault, and the committee is happy to report 
that progress is being made,” it said. 

The committee declared that the production of rubber was, 
and should continue to be, a must program. 

“We must have it for civilian use as well as for military 
use, because our whole economy is based on the use of the 
automobile and truck,” it added. 

President Roosevelt has submitted to Congress a supple- 
mental estimate of appropriation for the Agriculture Depart- 
ment’s emergency rubber project for the fiscal year 1944, call- 
ing for a reduction to $14,271,000 of an earlier estimate of 
$56,000,000 for that project. Attached to the President’s request 
was a letter from Budget Director Smith stating that certain 
important changes in the Agriculture Department’s rubber pro- 
gram for 1944 had been suggested by Rubber Director Jeffers, 
so as to effect a reduction of $41,729,000 in the original esti- 
mate. He said the rubber director had indicated a belief that 
the new estimate of $14,271,000 should cover (1) nursery and 
field operations at about the present level, pending the rubber 
director’s determination, at a later date, regarding the future 





Revenue Freight Car Loading—Week Ended Saturday, March 6 


Grain and Live 
grain prod. stock Coal 

1943 50,440 12,850 174,617 

a rn ree 1942 38,356 10,689 145,218 

{ 1941 31,113 9,914 158,936 

Preceding week Feb. 27.......... 1943 50,651 12,399 178,539 

Per cent increase over............ 1942 31.5 20.2 20.2 
Per cent decrease under.......... 1942 

Per cent increase over............ 1941 62.1 29.6 9.9 
Per cent decrease under.......... 1941 

1943 489,777 130,037 1,669,937 

Cumulative 10 weeks to Mar. 6 J 1942 400,286 117,350 1,571,448 

( 1941 304,232 108,224 1,501,553 

Per cent increase over...........-. 1942 22.4 10.8 6.3 
Per cent decrease under.......... 1942 

Per cent increase over............ 1941 61.0 20.2 11.2 
Per cent decrease under.......... 1941 


iia 


Per cent to 15 year average, 108.4. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
15,221 39,499 13,024 93,729 349,510 748,890 
13,755 43,132 13,341 148,513 357,481 770,485 
14,119 38,385 12,602 158,910 318,638 742,617 
15,229 43,230 14,654 93,767 374, 386 782,855 

10.7 

8.4 2.4 36.9 22 2.8 
7.8 2.9 3.3 9.7 8 

41.0 
150,643 371,450 138,873 884,244 3,500,418 7,335,379 
142,302 436,036 130,734 1,456,229 3,497,521 7,751,906 
137,853 378,230 125,757 1,484,673 3,023,069 7,063,591 
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14.8 39.3 5.4 
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scope of the entire project; and (2) continuance, at an accel- 
erated rate, of research into improved extraction methods, “with 
particular attention to deresinating.” 

“Funds for planting additional acreage in the fall and 
winter of 1943-44, and for processing factories to mill the har- 
vest of 1944-45, now being planted, will be requested as soon 
as. ane requirements become clarified,’ the budget director 
said. 


Control of Exports and Imports 


Importation of coffee shipped by rail from Mexico, Guate- 
mala and El Salvador has been brought under control by the 
War Production Board, with the issuance of supplemental gen- 
eral imports order M-63-a by its director general for operations 
Curtis E. Calder, the W.P.B. has announced. It observed that 
there had been no restriction heretofore on all-rail shipments 
of coffee from the three countries named. It said the new con- 
trol was not designed to curtail the total importation, but that 
the intention was to permit orderly marketing and equitable 
distribution of coffee supplies among qualified roasters and 
importers. 

Under terms of supplemental general imports order M-62-a, 
the W.P.B. added, dried garzanzos and chickpeas were removed 
from the general exception granted by general imports order 
M-63 for overland, air and inland waterway imports of mate- 
rials produced in Canada, Mexico, Guatemala and El Salvador. 
Syrups and extracts used in the manufacture of beverages, and 
coconut or copra, soybean and linseed oil also were removed 
from the list of commodities excepted from control if moved 
into the United States by overland, air or inland waterway 
routes. Changes in the imports order M-63 include the placing 
of lard, gums for the manufacture of chewing gum, and syrups 
and extracts used in making beverages among new items placed 
under import control. The limited supply of edible fats and oils 
brought the action on lard in order to control domestic distri- 
bution, said the W.P.B. Other changes in M-63 were announced 
as follows: 


Leche caspi and other types of hard gums used as a chew- 
ing gum base, placed under control, together with whole eggs 
other than chicken eggs, and dried and frozen eggs; cacahua- 
nanche seeds and vermiculate (an ore) added to list I; deer- 
skins, ipecac, rapeseed, sesame oil and sunflower seed shifted 
from list III to the more rigid control of list I; unmanufactured 
flax of all types removed from list I and placed on list II; punga 
fiber (grown in the Belgian Congo and closely resembling jute), 
yucca fiber, and quinine salts or alkaloids from cinchona bark, 
added to list II; control of istle extended to include ‘“dressed’’ 
istle; zinc base alloys, including kirksite, added to zinc classi- 
fication on list II; “mahogany manufactures and semi-manu- 
factures” on list II changed to “mahogany furniture and pre- 
fabricated parts thereof,” thus eliminating from control ash- 
trays, serving trays, humidors and other small manufactured 
articles of mahogany; certain types of low grade Balata added 
to list ITI. 


In interpretation No. 1 of general imports order M-63 as 
amended Jan. 18, 1943, the W.P.B. director general for opera- 
tions has defined “in transit’? shipments of materials subject to 
import control. The W.P.B. said the general imports order pro- 
vided exemption for “any material which was in transit to a 
point within the continental United States on the governing 
date, the date such material became subject to control.” It 
quoted the provision of paragraph (a)(6) of the imports order 
that “material shall be deemed ‘in transit’ if it is afloat, if an 
on board bill of lading has actually been issued with respect to 
it, or if it has actually been delivered to and accepted by a 
rail, truck, or air carrier, for transportation to a point within 
the continental United States.” 

“According to the official interpretation,” said the W.P.B. 
in its announcement, ‘on board ocean bills of lading must have 
been issued on the governing date for shipments by boat to be 
considered in transit on such date. Therefore, shipments which 
originated on the governing date by rail, truck, or air for trans- 
portation to a specified port and thence to their destination by 
ship would not be deemed ‘in transit’ as defined by the order.” 

A plan to decentralize certain phases of export control for 
commercial shipments of goods to the other American Repub- 
lics is contained in a bulletin issued by the Board of Economic 
Warfare. The board said the plan was adopted after thorough 
study in the United States and abroad and after consultation 
by the board with an advisory committee of exporters. The plan 
provides for the establishment of agencies by each of the other 
American republics to receive requests from their importers for 
authorization to obtain United States articles and materials. 
These requests will be carefully examined and recommended by 
the “country agency” before they are sent to the United States 
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for further check and final action by the Board of Economic 
Warfare. The boards said the plan has been agreed to by all] 
the American republic except Chile, Haiti, the Dominican Re- 
public, and Cuba. These countries had not yet been reached by 
joint State Department-BEW missions engaged in negotiating 
with officials of the republics. Continuing, the board said: 


The dates upon which the other countries have agreed to make 
the plan effective are as follows: April 1, 1943, Bolivia, Costa Rica, 
Ecuador, Guatemala, Honduras, Mexico, Nicaragua, Panama, Paraguay, 
Peru, Salvador, and Venezuela; May 1, 1943, Colombia and Uruguay, 
It is already operative in Argentina and Brazil. 

Cancellation of general export licenses, with minor exceptions, 
will become effective for each country participating in the decentrali- 
zation plan one month after the effective dates, after which individual 
licenses will be required. Shipments by United States exporters which 
are on dock, on lighter, iaden aboard the exporting carrier, or in 
transit to ports of exit prior to the effective date of cancellation of 
general licenses, may be exported under the previous general license 
regulations. 

A 60-day period of transition, beginning with the effective dates, 
will be allowed United States exporters, during which they may either 
use Import Recommendations or make shipments under previously 
existing regulations. On and after the expiration date of the 60-day 
period, Import Recommendations must accompany applications for 
export licenses. 

The decentraliation plan was first agreed upon and put into effect 
in Brazil. Later, the procedure was agreed upon by Mexico follow- 
ing a visit to that country by Mr. Lazo. In Argentina and Brazil the 
plan in effect varies slightly from the general plan which will be 
operative in the other republics. These variations involve the methods 
of submitting Import Recommendations to the Board of Economic 
Warfare and to United States exporters. 

Copies of the bulletin may be obtained from the BEW Informa- 
tion Division, 1051 Building T, 14 Street and Constitution Avenue, 
Washington, D. C. 


Authorizations to import pickled sheep and lamb skins un- 
der General Imports Order M-63 will be granted on a basis 
that will assure equitable distribution of imported skins among 
tanners, Harold Connett, chief of the leather and shoe branch, 
War Production Board, has announced. It was emphasized, 
however, that actual imports would depend on shipping condi- 
tions, and that authorizations might or might not be filled. 

The basis for the authorizations was discussed at a meeting 
in Washington of the Sheepskin Tanners Industry Advisory 
Committee and W. P. B. officials. 

Importation of skins has been reduced substantially because 
of the lack of shipping space. Domestic tanners are dependent 
on imports for approximately 50 per cent of their total supply 
of pickled sheep and lamb skins, according to the W. P. B. 

The Board of Economic Warfare has issued its current 
export bulletins Nos. 79 and 80, embodying details of its new 
decentralization plan of export procedure. 

The Board of Economic Warfare has announced in a bulle- 
tin issued to exporters that a new system of “advance program- 
ming of exports for foreign government purchasing missions, 
which will make possible closer coordination in procurement 
and shipping, will be adopted in the near future. The proposed 
system will provide United States exporters with advance in- 
formation upon which to schedule available business in accord- 
ance with known essential requirements.” The plan, scheduled 
to become effective April 1, said the board, was worked out 
jointly by the Department of State, the Office of Lend-Lease 
Administration, and the board, in agreement with the missions. 


EXPORT FREIGHT 


Cars of export freight, other than grain or coal, unloaded 
at Atlantic, Gulf and Pacific ports in February this year to- 
taled 79,716, compared with 57,864 in February last year, ac- 
cording to reports compiled by the Manager of Port Traffic and 
made public by the Association of American Railroads. 

Cars of grain for export unloaded in February this year 
at those ports totaled 2,796, compared with 2,134 in the same 
month last year. 


INTER-STATE MOTOR SYSTEM CLAIM PREVENTION 


The Inter-State Motor Freight System has embarked on 4 
claim prevention program by which it hopes to reduce freight 
loss and damage on its lines by fifty per cent, according to 
W. F. Drohan, vice-president and general manager. He and 
B. C. Sproul, Inter-State traffic manager, have presided at 4 
series of sectional meetings, recently completed, at which claim 
prevention and O. D. T. regulations were discussed with local 
representatives of the system. 


DEEPENING THE MISSISSIPPI 
The Senate commerce committee has adopted a resolution 
calling on the army engineers to submit a report as to 4 


proposal to increase the depth of the Mississippi River from 
nine to twelve feet, between Cairo and Baton Rouge. 
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AMrack Loading Delays 

4 The standing rate committee of the Central Sates Mot 
Freight Bureau held a hearing at Chicago, March 10, in its 
docket No. 8053, containing a proposal, originally advanced by 
a group of Detroit truckers and shippers, to establish penalty 
detention rules providing that shippers and consignees of traffic 
originating and for delivery in Michigan pay certain penalties 
for holding trucks longer than for a specified free time of four 
an ‘a loading and unloading (see Traffic World, March 6, 

4p. 541). 
, The proposed penalty rules were opposed at the hearing 
by Clare Tefft, Toledo Chamber of Commerce; William Noor- 
lag, Jr., Chicago Association of Commerce; C. A. Livingston, 
Illinois Manufacturing Association; E. L. Morgan, Ohio Seam- 
less Tube Company, Shelby, O., and others. Mr. Tefft said 
that establishment of the rules would give shippers legal sanctions 
for detaining trucks for periods up to four hours. He main- 
tained that shippers and consignees had no right to detain 
trucks longer than the actual time required for loading and 
unloading. He said the proposed penalty charges of $2 an 
hour for detention of vehicles for the first 12 hours following 
the free period, and of $4 an hour thereafter, were too low, 
in any case, to deter shippers from delaying trucks at loading 
platforms. Many shippers, he said, were engaged in war pro- 
duction and operated on cost-plus arrangements with the gov- 
ernment, and would not discontinue delaying trucks even if the 
penalty charges were much greater than those proposed. He 
said that the trucking conditions at Toledo were not nearly 
as bad as at Detroit, and said the Toledo shippers would be 
penalized unfairly if the proposal were adopted at the request 
of Detroit shippers. He asserted that he would take steps to 
set up a vigilance reporting system at Toledo, based on the 
Chicago plan that became effective March 1. 

Mr. Noorlag, representing the Chicago Association of Com- 
merce, the Cincinnati chamber, and the Indiana Chamber of 
Commerce, agreed with Mr. Tefft. The Detroit situation re- 
quired an “actual survey of the difficulties there,” he said. He 
said the proposed rules would tend to create friction between 
shippers and truckers, and urged that the situation at Detroit 
be attacked more along cooperative lines as contained in the 
Chicago plan. 

Carl S. Holocheck, Motor Carriers Central Freight Associa- 
tion, Detroit, said that truckers and shippers at Detroit had 
long since attempted to speed up loading and unloading through 
a system of trucking company complaints to the Detroit Board 
of Commerce, but that the plan bogged down because of truck- 
ers’ fear of reprisals on the part of shippers. He said Detroit 
shippers wanted the rules established. The proposal was not 
an attempt by truckers to obtain additional revenues, but to 
increase truck utilization, he said. He said he approved the 
Chicago plan, as described by Mr. Noorlag, but felt that the 
plan would not be satisfactory in Detroit because truckers 
would not report shippers’ delays. He said the rules should be 
made effective on shipments moving to and from all points in 
Michigan, rather than at Detroit only, because the Detroit sit- 
uation was not much unlike the situation elsewhere in Michigan. 

No shippers appeared to speak in favor of the proposed 
rules, although it was known that they were written and sub- 
mitted under the guidance of a joint shipper-trucker committee 
of the Detroit Board of Commerce. 

At a meeting of the board of directors of the bureau the 
day before the hearing there were expressions of disapproval 
of the proposed rules, the members of the board generally 
favoring the Chicago joint vigilance committee plan. 
mal action on the subject was taken at that meeting, howe 
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REFRIGERATOR CAR FREE TIME 


_ The Commission has issued corrected service order ? 
involving free time allowed at destination on refrigerator cars 
loaded with fresh or green fruits or vegetables (see Traffic 
World, March 6). The corrected order changes none of the pro- 
visions of the original order but, following the requirement that 
each railroad file and post a supplement to each of its tariffs 
affected by the order, adds these words: “. . . and establish the 
substitute provisions above set forth.” 


TIRES AND RECAPPING 
On the basis of information supplied by the Office of Price 
Administration, the Office of War Information has released a 
recapitulation of eligibility rules governing the procurement of 


- pod and recaps. With respect to busses, trucks and trailers, 
said: . 


Trucks and trailers included in the List A eligibility classification 
inO. P. A.’s regulations (those vehicles providing services deemed 


No for, , 


605 


most essential by O. P. A.) are eligible for new crude rubber tires 
if their present casings can’t be recapped. 

‘Trucks and trailers performing important services not on List A 
may apply for certificate entitling them to recapping with “truck 


4 type camel-back,’’ which includes a certain amount of crude rubber. 


ruck tires cannot be made or recapped with reclaimed rubber only. 
Taxis operating under O. D. T. rules are eligible for truck-type 
recapping or for new tires if their casings are not recappable. 

Public busses operating regular i1outes and services are eligible 
for recapped or new tires. 

Private busses performing certain necessary transportation serv- 
ices, including carrying persons to certain essential establishments 
or schools, also are eligible for recapping or for new tires. 

Tire inspections are required for virtually all commercial and 
private vehicles, but frequency depends on type of vehicles and mileage 
ration. 


Facilities for recapping are good throughout the country. Moulds 
and rubber are available. 


INCREASED DEMURRAGE CHARGES 


The Commission has issued corrected service order No. 113, 
involving increased demurrage charges on heavy duty flat cars 
of 151,000 pounds or over marked capacity (see Traffic World, 
March 6). The corrected order changes none of the provisions 
of the original order but, following the requirement that each 
railroad file and post a supplement to each of its tariffs affected 
by the order, adds these words: “. . . and establish the substi- 
tute provisions above set forth.” 


Chain Store League and Truckers 


Representatives of the western division of the Chain Store 
Traffic League met with trucking company, O. D. T. and Com- 
mission representatives at a special meeting of the division at 
the Sherman Hotel, Chicago, March 9, to discuss truck trans- 
portation problems. The meeting was called by N. W. Putnam, 
Gamble-Skogmo, Inc., western vice-president for the league. 

Ralph Bentley, general traffic manager, National Tea Com- 
pany, presiding, said the league members had had great diffi- 
culty in recent weeks in obtaining reasonably satisfactory serv- 
ice from truckers called on to transport less-than-truckload 
shipments. Truckers either refused to pick up the shipments 
or delayed making pick-ups for several days, in many instances, 
apparently because transportation of such shipments resulted 
in comparatively low revenues for the truckers, he said. It was 
not uncommon, said he, for truckers to take from two weeks 
to a month in making deliveries from the east coast or the 
southeast to Chicago, particularly when shipments moved on 
two or more lines. In some cases, he said, truckers had placed 
embargoes on movements of less-truckload freight, without 
changing tariffs as required by the act and without notifying 
shippers of such changes in service. Representatives of the 
Jewel Tea Company, Sears, Roebuck and Company, and other 
shippers discussed instances of refusal by truckers to pick-up 
low revenue 1. t. 1. shipments. They complained the truck 
drivers would not cooperate in shippers’ efforts to increase 
the speed of loading operations. 

Trucking company representatives, answering the com- 
plaints, described their own problems to such an extent that, 
as Mr. Bentley said, it would appear the league members had 
almost no transportation problem by comparison. Michael 
Conroy, Inter-State System; Joe Welker, Shippers Dispatch; 
John L. Keeshin, Keeshin Motor Express Company, and others 
said they had a great shortage of equipment, drivers, and dock 
helpers. They said that most of their trucks were needed to 
move war materials. The 35 miles an hour national speed 
limitation interfered with delivery schedules and increased the 
equipment shortage; trucks were laid up for many days and 
even weeks for lack of essential parts; white platform workers 
auit when Negro workers were employed to take the place of 
drafted dock workmen; draft boards failed to exempt drivers 
from armed service; shippers’ docks were crowded and the 
shippers refused to accept deliveries on Saturday afternoons, 
Sundays, and in some cases after 3:00 o’clock on week days; 
the public had greatly increased its use of truck transporta- 
tion, which had become in part a substitute for parcel post 
service; drivers’ unions refused to permit members to help 
load and unload trucks; a majority of the drivers were new and 
inefficient, and labor and material costs had greatly increased, 
they said. 

Mr. Keeshin said he had refused, over protests of militarv 
officers, to make deliveries in the east on Sundays and holidays 
because of high labor costs, pointing out that he had to pav 
$4.12 an hour to drivers working in New York City on such 
days. He said he would not mind if the army took over his 
company’s operations, because in such an event he would he 
sure of getting a profit. Despite enormous increases in traffic 





and revenues in recent months, said he, the larger trucking 
companies at present had an average operating ratio of more 
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than 99 per cent. One major reason for the poor ratio was 
the fact that truckers were obliged to transport so-called min- 
imum shipments at non-compensatory rates, said he. 

A. H. Schwietert, traffic director, Chicago Association of 
Commerce, said that embargoes by truckers, whether or not 
lawful as such under the act, were unlawful when imposed only 
on l. t. 1. traffic. He suggested that truckers would soon be able 
to provide better service in and out of Chicago, because 
of probable speed-ups in pick-up and delivery operations re- 
sulting from the newly formed shipper vigilance committee plan 
(see Traffic World, March 6, p. 541). Those present agreed on 
that point. 

At the suggestion of Mr. Schwietert, Thomas Snyder, as- 
sistant director, O. D. T., Chicago, and Ralph Bentley, of the 
Commission’s district bureau of motor carriers, league repre- 
sentatives agreed to consider the possibility of pooling their 
1. t. 1. shipments; of receiving truck deliveries after 6:00 p. m. 
on weekdays, after noon on Saturday, and on Sunday; and of 
making all requests for pick-ups at least a day in advance of 
their needs. 


Cc. & N. W. PROJECT HALTED 


The War Production Board has announced that it has 
halted construction of an oil storage fueling station for the 
Chicago & North Western Railway Co. at Manitowoc, Wis. It 
said its action involved the revocation of preference rating or- 
ders and that such revocation was in line with its policy of cur- 
tailing all construction not directly associated with the war 
effort. 


CAR CARE UNDER GASOLINE RATIONING 


Limited operation of private automobiles, under gasoline 
rationing, should not cause owners to neglect proper servicing, 
says Ed Hefner, director of service for Chevrolet. Infrequent 
operation at low speeds may, in some respects, be more harm- 
ful than regular operation at normal speeds, he says, adding 
that, under infrequent and slow operations, crankcases must 
be drained oftener than normally. He advises holders of A 
ration cards to watch carefully spark plugs, distributors, tim- 
ing, fuel filters, batteries, hose connections and windshield 
wipers. B and C card holders, in addition, should watch air 
filters, fuel pumps, oil pumps, ignition and battery cables, fan 
belts, steering, wheel alignment, camber and wheel bearings, 
brakes, clutches, chassis lubrication, bodies, fenders and tires. 
He points out that, unless cars are permanently stored and 
raised on jacks, they should be operated regularly to prevent 
excessive tire deterioration. Tires should be changed from 
wheel to wheel every 4000 to 5000 miles, according to a stand- 
ardized and approved plan, says he. 


COMMERCIAL MOTOR VEHICLES 


The nation’s reserve pool of new commercial motor vehicles 
is low, according to R. L. Vaniman, director of W.P.B.’s auto- 
motive division. 

“Today, one year after establishment of the pool,” said 
Mr. Vaniman, “we have exactly 57,573 commercial vehicles left 
in our reserve. The figure includes light, medium and heavy 
trucks, trailers and third axle attachments. To appreciate the 
depleted state of the reserve, the figure may be compared with 
production in a pre-war year (1939) of 710,496 trucks. 

“This critical situation should bring forcefully to us the 
necessity of conserving our reserve pool and drawing upon it 
only in cases of the most pressing need. For this reason the 
vehicles now remaining in the pool are being held for rationing 
for indirect military demands and only the most essential 
civilian requirements.” 

The vehicles remaining are in the hands of approximately 
14,000 manufacturers, their branches, and distributors and 
dealers in the continental United States, Alaska, Puerto Rico, 
Virgin Islands and the territory of Hawaii. 


SANTA FE EMPLOYES’ VICTORY GARDENS 


In an article in the March number of the Santa Fe em- 
ploye’s magazine, E. J. Engel, president of the Atchison, Topeka 
and Santa Fe, urges employes to plant victory gardens as a 
means of “releasing more cars to carry food to the boys on the 
front line and the saving of desperately needed farm manpower 
for the growing and harvesting of the bigger crops.” He calls 
attention to the policy of the railroad, of permitting employes 
free use of its right of way for gardens:in the states of Okla- 
homa, Texas, Arizona, Illinois, Iowa, Missouri, Kansas, Colo- 
rado, New Mexico and California. The land lies in strips from 
25 to 35 feet wide on both sides of the Santa Fe tracks. Much 
of it, he says, is in the country’s richest agricultural territory. 








TRAFFIC WORLD 


New Jersey-Delaware Canal 


If the proposed ship canal were constructed, there would 
be a “protected” inland route extending from Norfolk, Va., to 
Boston, Mass., over which ships of 25-foot draft might operate, 
out of danger from submarine attacks, but even with a “good 
flow” of priorities about four years would be required for com- 
pletion of the project, Major General Reybold, chief of army 
engineers, asserted in testimony before the House rivers and 
harbors committee, March 9, as that committee began hearings 
on H. R. 1880, the McCormack bill for construction of a canal 
r4 ( a deep across New Jersey (see Traffic World, March 6, 
p. : 

Representative McCormack, of Massachusetts, author of 
the bill and Democratic floor leader of the House, was the 
first witness. He said the proposed canal would extend from 
Raritan Bay, an arm of New York Bay, across New Jersey to 
the Delaware River near Bordentown, N. J., a distance of 
about 30 miles. The water level in the canal, he said, would 
be maintained at an elevation of 10 feet above low tide by 
dams and locks in the Raritan River at Sayreville and in the 
Delaware River at Bordentown. He contended that the canal 
was needed now, particularly as a means of relieving the New 
England oil shortage, but that it would also be needed after the 
war. Representatives Philbin and Lane expressed agreement 
with Mr. McCormack’s statement. 

Brigadier General Kingman, senior member of the army 
board of engineers for rivers and harbors, presented to the 
committee a detailed discussion of plans for the canal and of 
the army engineers’ recommendation that the considered proj- 
ect be authorized. He and General Reybold emphasized that 
their request was for an authorization rather than an appro- 
priation. They said they could not guess how soon construc- 
tion of the project might begin if an appropriation were pro- 
vided. They explained that the project as to which Secretary 
Stimson of the War Department had submitted an adverse re- 
rort to Chairman Bailey, of the Senate commerce committee, 
last October (see Traffic World, Oct. 3. 1942, p. 806) was a 
proposal for a 14-foot barge canal, the estimated cost of which 
was $145,000.000. They said that since that time the army 
board of engineers had re-examined the project and had de- 
cided that the project should be revised so as to provide a 27- 
foot canal, 250 feet wide, at an estimated cost of $187,000.000. 
This pronosal had been submitted to the Bureau of the Budget, 
they said, but no report on the project, as to its status in re- 
lationshin to “the President’s program,” had been issued as 
vet by the Budget Bureau, they added. General Reybold said 
the amount of estimated cost included construction of ‘13 to 
18” bridges over the canal, including two or three railroad 
hridees. He argued that “we have lost a good manvy ships we 
wouldn’t have lost if this canal had been completed.” 

General Revbold. after explaining that his statement in- 
volved no commitment as to the relationship of the canal to the 
President’s program, said: 


For my part I am still convinced that this canal should be au- 
thorized now with a view to its construction whenever practicable 
without intereference with other work more intimately connected with 
the war effort. 


Representative Carter, of California. in the course of aues- 
tioning brought out the information that enlargement of an 
existing waterway for shallow-draft vessels along the New 
JTersev coast, from Cape May to Raritan Bay, to a depth of 
12 feet and a bottom width of 100 feet would cost onlv 
$16.000.000 and could be completed in two years. He drew 
from General Kingman the statement that work on the pro- 
nosed canal across New Jersey would require 4.300 men in the 
first vear and about 7,200 men in the second year of con- 
struction. 

Several spokesmen for commercial interests of Boston. 
Mass., and for the Atlantic Deener Waterways Association were 
among witnesses who testified in support of the ship canal 
project the afternoon of March 9. The list of witnesses heard 
as proponents of the considered bill included the following: 


Frank S. Davis, manager of the Maritime Association of the Bos- 
ton Chamber of Commerce; John J. Fitzgerald, ex-congressman, former 
mayor of Boston, now a member of the Boston port authority; John J. 
Halloran, vessel operator at Boston; George Kimball, president of the 
Boston Fuel Transportation Co., operating light draft tankers; R. H. 
Pryor, representing the Foreign Commerce Club of Boston: H. S. 
Evans. of the Boston Towboat Co.: Oscar Monrad,. appearing for the 
New Haven, Conn.. Chamber of Commerce; J. Hampton Moore, of 
Philadelphia, president of the Atlantic Deeper Waterways Association: 
Thomas B. Stockham, vice president of that association; W. H. Muller. 
of the Port Authority of Virginia; J. H. Muller, of the Inland Water 
Carriers Association of New York, and Roy Miller, vice president of the 
Intracoastal Canal Association of Louisiana and Texas and legislative 
representative of the port of Corpus Christi, Tex. 


Testimony in opposition to the McCormack bill was pre- 
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sented the morning of March 10 by a group of witnesses from 
New Jersey. Their principal contentions were that New Jersey 
taxpayers would not consent to the expenditure by their state 
government of $2,000,000 to $4,000,000 for the purchase of land 
for the canal right-of-way, and that the canal would result in 
exhaustion of the drinking water supply of north New Jersey. 
The New Jersey witnesses were: 


J. Spencer Smith, president of the New Jersey Board of Com- 
merce and Navigation; Howard T. Critchelow and Charles H. Capen, 
engineers for the North New Jersey District Water Supply Commis- 
sion; Samuel S. Ferster and R. J. Dempsey, members of that commis- 
sion; Philip Blaze, representing the New Jersey Taxpayers Association, 
and Charles A. Eaton, E. W. Warmuth and James H. Allen, Officials 
of the New Jersey State Chamber of Commerce. 


Walter P. Hedden, director of the Port of New York Au- 
thority, in testimony before the committee March 11, said the 
proposed canal was unjustified at the present time and that it 
would be “a dubious proposition” that would divert men and 
materials from the war program. He said he was not unsyr-- 
pathetic with proponents of the canal but that he believed it 
could not be justified economically in the period of the war. 
The canal would not have the effect of halting the sinking of 
ships, for sooner or later the ships would have to go out into 
the open sea and “face the U-boats,” he averred. 

Jacob Klein, counsel for the Port Raritan (N. J.) District 
Commission, said the people of New Jersey would favor the 
project and the state would benefit from it. Other witnesses 
who urged authorization of the canal project were: 


Cc. A. Newton, representing the Mississippi Valley Association; 
William H. Webb, vice president of the National Rivers and Harbors 
Congress; Otto B. Schmidt, president of the New York Waterways 
Association; H. H. Buckman, of the Florida State Canal Authority; 
Colonel Roger Powell, of the army board of engineers for rivers and 
harbors; J. H. Ross, of New York City, president of the Inland Water- 
ways Petroleum Carriers Association; and Walter Coachman, of the 
Florida State Canal Authority. 


Florida Barge Canal 


Senator Vandenberg, of Michigan, has issued a statement 
setting forth his opposition to construction of the Florida barge 


- and his reasons for opposing that project. His statement 
ollows: 


The Florida canal lobby is entitled to have any facts regarding 
this 7-year-old project fairly examined. I have therefore sought first- 
hand information regarding the most recent blitz-blast in the re- 
newed campaign which promises (1) that the barge canal can be 
completed in 10 months, and (2) that the oil famine in the east can 
be prevented for next winter by this long-disputed $44,000,000 invest- 
ment in northern Florida. The correct official facts are as follows: 

Major General Reybold, chief of army engineers, states on Feb. 
24, 1943, that he is ‘‘not unmindful of the possibilities of speeding 
(public) construction’? as exemplified in the remarkable progress made 
with the Alaskan Military Highway; but that he has had a detailed 
study made by an independent group ‘‘which reached the conclusion 
that with good priorities and with a guaranteed labor supply the 
canal could probably be built in two years” .... 


Director of Transportation J. R. Parten of the Office of Petroleum 
Administrator for War states on March 1, 1943, that, in planning east 
coast oil supplies, ‘‘the relative efficiency of the various methods of 
transportation, including motor truck, tank car, lake tanker, pipeline 
and inland barge, must be evaluated in relation to the expenditure of 
critical materials, barrels per day delivered and time required,’’ and 
“on this premise the construction of the Florida barge canal cannot 
be justified.” He adds: “In the interest of the war program, this 
Office feels that the expenditure of critical materials must be restricted 
to the most effective means of petroleum transport, if the supply to 
the east coast is to be increased, and to date no tenable arguments 
have been presented to this office which would persuade us to alter 
our plans.”” He promises a further examination of the problem in 


the — of ‘‘unanticipated’’ proof that the canal can be built in 10 
months, 


These seem to be the official facts to date. They obviously con- 
tinue to collide with the Florida canal lobby—and so do I. The oil 
famine is tao important to justify anything but the surest and most 
effective reliances. Some importance also still attaches to $44,000,000 
to the taxpayers of the rest of the United States. 


Representative Green, of Florida, has inserted in the Con- 
gressional Record to text of a joint resolution adopted by the 
Rhode Island legislature, urging the congressional delegation 
of that state to strive for “the necessary appropriation” for 
completion of the barge canal across Florida “in order that oil 
may be brought by barges from Texas to New Jersey and trans- 
shipped there to New England and other northeastern points.” 
_ Representative Forand, of Rhode Island, also called atten- 
tion to that resolution and said that immediate action by Con- 
gress in providing the appropriation of $44,000,000 for the barge 
canal, by enactment of the Hendricks bill, H. R. 1353, and 
Prompt execution of the construction work by the Petroleum 
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Administration for War would “go a long way toward solving 
our fuel oil problem.” 

Representative Hendricks, of Florida, referring in the 
House, March 8, to the remarks made last week by Represen- 
tative Dondero, of Michigan, about the Florida barge canal 
project and a page advertisement supporting it, appearing over 
the name of John H. Perry, said Mr. Perry, president of the 
Western Newspaper Union and the American Press Associa- 
tion, lived in New York City and had a home in Palm Beach, 
Fla. Perhaps the reason for Mr. Perry publishing the adver- 
tisement, said Mr. Hendricks, was that he had had to live in 
New York where there was a fuel shortage, He attributed a 
= to Mr. Perry in advocating construction of the 
canal. 

In a telegram to Mr. Hendricks, Mr. Perry said that, as a 
publisher of newspapers, he regarded Mr. Dondero’s remarks 
as an attack on the right of free expression of honest opinion 
and an attempt to mislead Congress and the public. He said he 
had paid for the advertisements “as a contribution to the infor- 
mation of the public.” He said the only opposition he knew of 
to the project were the railroads and the major oil companies 
“which Secretary Ickes has said are represented in the Petro- 
leum Administration for War.” He reiterated his charge that 
more than $250,000,000 a year was being paid to the railroads 
as a subsidy in connection with rail shipments of petroleum. A 
spokesman for the P.A.W. pointed out last week that these pay- 
ments were made to oil producers to cover the difference be- 
tween cost of transporting oil by water and by rail (see Traffic 
World, March 6, p. 548). 

Mr. Hendricks included in his remarks a letter from H. W. 
Wilson, chairman, Citizens Emergency Committee for Eastern 
Transportation Relief, supporting the barge canal project. 


MONEY FOR SHIPBUILDING 


The Senate appropriations committee has favorably re- 
ported H.R. 1975, the deficiency appropriation bill passed by 
the House carrying an increase of $4,000,000,000 in the ship 
construction fund of the Maritime Commission and providing 
that the amount of contract authorizations for ship construction 
and facilities be increased by $5,250,000,000 (see Traffic World, 
Feb. 27, p. 497). 

The Senate committee made no changes in the amounts 
recommended by the House, but amended several provisions of 
the bill, including one that no ship owned by the United States 
should be disposed of under the act of March 11, 1941, except 
by lease which must end six months after the conclusion of 
peace. In lieu of that provision, the Senate substituted a pro- 
vision that no merchant vessel constructed under any contract 
entered into pursuant to the contract authorization contained 
in this or any subsequent act should be disposed of under the 
act of March 11, 1941, except by lease which must end not later 
than six months after the termination of the present war, as 
proclaimed by the President, or at such earlier time as the 
Congress by concurrent resolution or the President by procla- 
mation may designate. 


SHIPBUILDING PROGRESS 


Surpassing all previous ship construction records, American 
shipyards in February delivered into service 130 new ships to- 
taling approximately 1,239,200 deadweight tons, according to 
the Maritime Commission. 

“This brings the total number of vessels constructed thus 
far in 1943 to 233 totaling 2,247,600 deadweight tons,” it said. 
‘Moreover, the number of ships delivered during January and 
February already exceeds the number delivered during the first 
six months of 1942. 

“Of the 130 ships delivered, 81 were Liberty ships, 15 C- 
type cargo, nine tankers, 23 special types, one concrete barge 
and one coastal cargo ship. 

“West coast yards still maintained the lead in the produc- 
tion of deadweight tonnage, delivering 52 per cent of the coun- 
try’s February production. East coast yards accounted for 36 
per cent, while the Gulf and Great Lakes contributed 11 per 
cent and 23 per cent, respectively.” 

Shipyards of the nation should be able to produce this year’s 
goal of 18,000,000 tons of merchant shipping, and if they 
achieved that goal, the total tonnage produced in 1942 and the 
total for 1943 would be equal to almost half of the total world 
tonnage in existence in June, 1942, said the Senate’s special 
committee investigating the war program, in its second annual 
report, issued March 11. Senator Truman, of Missouri, is chair- 
man of the committee. 

“In addition to providing materials,” said the committee, 
“the task now is to get the poorer yards to equal the efficiency 
of the yards operated by Henry Kaiser and Homer Ferguson, 
both of whom have produced Liberty ships at an expenditure 


































~ about 400,000 man hours per ship and expect to do even 
tter.” 

The committee said the navy had desired to have the finest 
type of engines in its ships and had preferred to have Diesel 
engines, which required gears “very much in demand for other 
purposes and for which the production facilities are very lim- 
ited.” To obtain more gears, it added, it might be desirable to 
cut down the production of C-1, C-2 and C-3 ships by the Mari- 
time Commission, which used such gears, and to concentrate 
on production of Liberty ships, which did not use them. A de- 
cision on this problem was a hard one, the committee observed, 
because these ships, especially the C-2 and C-3 vessels, would 
be more valuable in post-war commercial trade than the Liberty 
ships. It might also be necessary, it continued, to require the 
navy to use in some of its ships steam turbine and electric drive 
propulsion equipment, for which gears would be unnecessary. 
These steps, said the committee, would release gears for use 
in escort ships, of which, according to the committee, a suffi- 
cient number had not yet been produced. 


M. C. OCEAN RATE DIVISIONS CASE 


The Maritime Commission, at the request of the Associa- 
tion of West Coast Steamship Companies, has entered an order 
in No. 620, Restrictions on Transshipments at Canal Zone under 
Agreement No. 3302, extending to April 11 the time allowed the 
members of that association to agree, without reservation, on 
divisions in accordance with the findings in the case and to file 
copies or memoranda of their co-carrier agreements (see 
Traffic World, Feb. 20, p. 443). : 


W.S.A. RATE ORDERS 


Rates and surcharges on petroleum and its products in bulk, 
in tankers of over 3,000 gross tons operated for the account of 
the W.S.A. from Netherlands West Indies to Cuba, effective 
on loadings completed on and after March 3, have been au- 
—_ by the War Shipping Administration in its rate advice 
No. 36. 

By terms of its rate advice No. 37, the W.S.A. has author- 
ized a rate of $6.45 a long ton and a 177 per cent surcharge on 
petroleum and its products transported in tankers of over 
3,000 gross tons operated for account of the W.S.A., from 
Caribbean ports to Brazil, with respect to cargoes on which 
loading is performed jointly at Curacao, Netherlands West 
Indies, and Trinidad, British West Indies, with discharge at 
Rio de Janeiro, Brazil. The rate and surcharge are effective on 
loadings completed on after March 3. 

The W.S.A. also has issued its rate order No. 174, prescrib- 
ing maximum rates and surcharges on petroleum products in 
a — U. S. Pacific coast ports to the Panama Canal Zone 
and Peru. 


SHIP SUBSIDY SUSPENSION 

Admiral Land, war shipping administrator and chairman of 
the Maritime Commission, testified in support of the considered 
bill as the House merchant marine committee began hearings, 
March 11, on H. R. 134, providing for the suspension until after 
the war of operating-differential subsidy agreements and 
attendant benefits, under title VI of the merchant marine act, 
1936, as amended. 

Admiral Land told about the evolution of H. R. 134, intro- 
duced by Chairman Bland, of the House merchant marine 
committee, saying that in its present form it contained changes 


that had been recommended in the course of hearings on a 
similar bill introduced by Mr. Bland in the Seventy-Seventh 
Congress. He said H. R. 134 provided for withdrawal of tax: 


exemption benefits enjoyed by subsidized ship operators. Pro- 
ceeds from the sale of a subsidized vessel or from insurance 
collected after total loss of a vessel were deposited in a reserve 
fund, and any capital gains included in such proceeds had been 
entitled to exemption, “the same as ordinary operating earn- 
ings,” he said. Under terms of H. R. 134, the tax exemption 
as to earnings generally, both operating and capital gains, 
would be removed for the period of the war, beginning as of 
Jan. 1, 1942, he said. 


FREIGHTWAYS ADVERTISING COPY 

Freightways has adopted a new type of copy in its adver- 
tising. Its object is to set up a closer connection between those 
who do the practical job of trucking and the shipper. It is illus- 
trated in the advertisement on the back cover of the Traffic 
World, in which a group of Freightway employes suggest that 
shippers help themselves and help wartime transportation by 
early calls for pick-ups; proper wrapping and marking of 
freight; careful filling out of bills of lading, and by sending 
information as to shiping dates and routes to consignees. Copies 
of the advertisement are being sent to shipping departments, 
on request, for use on bulletin boards. 
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Tratfic Club Doings 





Items for this column are selicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs Trarric Weritp goes to press in Chicago Friday o/ 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is leoked for # 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor Tus Trarric Wort. 


Major-General Charles P. Gross, chief of the transportation 
corps, United States Army, will be one of the speakers at a 
Perfect Shipping Month luncheon meeting of the Traffic Club 
of Chicago at the Palmer House March 18. The other speaker 
will be E. A. Jack, general traffic manager, Aluminum Company 
of America, Pittsburgh, Pa., general chairman of the national 
management committee for the Perfect Shipping campaign. A 
sound motion picture, “Troop Train,” produced by the Office of 
War Information, will be shown. The meeting is being arranged 
by the club’s public affairs committee, Lee Quasey, commerce 
counsel, National Livestock Marketing Association, chairman. 
The club’s board of directors has ratified the resolutions, in 
support of the Office of Defense Transportation and in oppo- 
sition to “socialistic planning” in transportation, adopted at 
the January meeting of the Associated Traffic Clubs of America 
in St. Louis. The club will hold a St. Patrick’s balloon night 
dinner party March 17. 





Newly elected officers and members of the board of gov- 
ernors of the Cincinnati Traffic Club are: President, A. H. 
Jahnke, president, Continental Freight Forwarding Company; 
first vice-president, E. H. Dorenbusch, traffic manager, Ameri- 
can Rolling Mill Company; second vice-president, V. J. Kenny, 
general agent, Great Northern; third vice-president, E. G. 
Deane, traffic manager, Railway Supply and Manufacturing 
Company; treasurer, E. A. Whiting, traffic manager, S. A. 
Gerrard Company; secretary, H. F. Oehlschlaeger, general 
agent, Monon Route; members, board of governors, R. D. 
Arthur, traffic manager, Logan and Kanawha Coal Company; 
H. M. Baker, traffic manager, Newport Rolling Mill Company; 
P. R. Bauer, traffic manager, Philip Carey Manufacturing Com- 
pany; P. M. Burke, assistant traffic manager, Western Trucking 
Company; W. B. Daly, assistant transportation manager, Kroger 
Grocery and Baking Company; C. S. Dold, assistant manager, 
coke division, Wheeling Steel Corporation; W. F. Dunaway, 
assistant traffic manager, Philip Carey Manufacturing Company; 
G. O. Fagan, traffic manager, Drackett Company; J. E. Fixari, 
manager, Transamerican Freight Lines; T. C. Hayden, district 
passenger agent, Wabash Railroad; A. W. Kelly, general agent, 
Canadian Pacific; P. J. Kelly, commercial agent, Clinchfield 
Railroad; J. R. Livsey, general agent, Union Pacific; J. J. 
McGuinn, general agent, Minneapolis and St. Louis Railroad; 
James E. Murphy, traffic manager, Albers Super Markets; E. K. 
Yeager, general agent, Frisco Lines. 





At a forum meeting of the Junior Traffic Club of Chicago, 
March 16, Joe Marshall, special representative, freight claim 
division, Association of American Railroads, Chicago, will speak 
on “Gearing Your Package to High Speed Transportation.” 
V. L. Emery is chairman of the educational committee, which 
is arranging the meeting. 





The Traffic Club of Washington, D. C., will hold its annual 
meeting and election March 18. Dinner will be served. Nominees, 
selected by the nominating committee, of which W. J. Wright is 
chairman, include: For president, Norris C. Reed, traffic man- 
ager, Veterans’ Administration; first vice-president, C. A. Mil- 
ler, general agent, Chicago and North Western; second vice- 
president, Rowland E. Dobbins, administrative traffic officer, 
Department of Agriculture, and Major T. W. Hilliard, Jr., chief 
of passenger branch, transportation unit, U. S. Army; secre- 
tary-treasurer, C. E. Milford, assistant division chief, finance 
office, transportation division, U. S. Army, and G. A. Snyder, 
general agent, St. Louis-San Francisco Railway; members, 
board of directors, seven to be elected, Lt. C. W. Clay, Sr. 
transportation division, U. S. Navy; J. J. Collins, assistant gen- 
eral freight agent, Baltimore and Ohio; D. J. Connors, district 
freight agent, Pennsylvania Railroad; A. G. Garvey, trans- 
portation officer, Department of Agriculture; J. R. Griffin, gen 
eral agent, Missouri-Kansas-Texas Railroad; O. L. Grisamore, 
general freight agent, Illinois Central; Capt. S. E. Mulliken, 
chief of distribution and service, ordnance department, U. S. 
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Army; A. M. Reising, assistant traffic manager, Department of 
Interior; C. C. Warwick, chief, rates and routing section, Mari- 
time Commission; T. H. Young, assistant general agent, Chesa- 
peake and Ohio; J. C. Dawson, general agent, Lackawanna 
Railroad; G. W. Dobbins, Jr., general agent, Pittsburgh and 
West Virginia; John McGregor, general eastern agent, Kansas, 
Oklahoma and Gulf Railway and Minneapolis, Northfield and 
Southern; D. S. Sundel, district traffic agent, New Haven Rail- 
road. 





Col. William H. Noble of the eighth zone transportation 
corps Office, U. S. Army, spoke on current transportation prob- 
lems at a luncheon meeting of the Transportation Club of 
Dallas, Tex., March 8. J. F. Osborne was chairman of the pro- 
gram committee. 





At a monthly luncheon meeting of the Traffic Club of Jack- 
sonville, Fla., March 8, Odis B. Hinnant, general secretary, 
Jacksonville Y. M. C. A., spoke on “Why the ‘Y’.” 





A. S. H. Bender, president, Dealers’ Transport Company, 
and president, National Auto Transporters’ Association, will 
speak at a motor transportation night meeting of the Calumet 
Transportation Association, March 24, at Phil Smidts’ Restaur- 
ant, Hammond, Ind. Dinner will be served. 





The Rev. James H. Moynihan, president, College of St. 
Thomas, spoke on “Irish Culture” at a St. Patrick’s day 
luncheon party of the Traffic Club of Minneapolis March 11. 
There was a program of entertainment. Matt A. Murphy was 
chairman for the day. Members donated books to be distributed 
to service organizations. 





J. L. Tedrow, transportation commissioner, Kansas City, 
Mo., Chamber of Commerce, was guest speaker at a dinner 
meeting of the Junior Traffic Club of Kansas City March 10. 
The film “Battle of Midway” was shown. A “funfest” meeting 
will be held March 27. There will be a program of entertain- 
ment. 





Maj. Gen. Frederick Gilbreath, commanding officer, San 
Francisco Port of Embarkation, will speak at a monthly meet- 
ing of the Oakland, Calif., Traffic Club March 16. 





Dr. Paul de River, psychiatrist, Los Angeles Police De- 
partment, spoke on “Sex Crimes” at a luncheon meeting of the 
Los Angeles Transportation Club March 8. Dr. R. A. Young 
was chairman. 








Roy A. Boggs, new president of the 
Birmingham Traffic and Transportation 
Club, is president of the Boggs Bro- 
kerage Company of that city. He was 
born in Birmingham and was graduated 
from the grade and high schools there. 
His first work was with Wilson and 
Company, in the beef department, 
where he began in 1918. He remained 
with that company until 1930, when he 
resigned to organize the company with 
which he is still connected. In addition 
to his activities in the Birmingham 
Traffic and Transportation Club, he is 
a member of the board of directors of 
the Birmingham Kiwanis Club, first 
vice-president of the Birmingham Sales 
x Executives’ Club, and president of the 
Birmingham Food Brokers’ Association. 








At a meting of the Motor City Traffic Club of Detroit, 
March 8, George Anderson, Stran Steel division, Great Lakes 
Steel Corporation, spoke on “Railroad Passenger Transporta- 
tion.” A past presidents’ night dinner meeting will be held 
March 15. Herman H. Dignan, Michigan secretary of state, 
will speak. Chester P. O’Hara will be toastmaster. 





At a monthly dinner meeting of the Traffic Club of Denver, 
March 11, motion pictures of the Carlsbad Caverns and other 
southwestern scenic points were shown. Members have been 
Invited to attend a card party to be held by the Women’s 
Traffic Club of Denver March 24. 





The Bridgeport, Conn., Traffic Association will hold a rail- 
toad night meeting March 15. G. A. Geane, eastern opera- 
tional manager, Middle Atlantic Transportation Company, and 
Edward Gennette, New England representative, Merchant Ship- 
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pers Forwarding Company, will discuss their experiences in 
helping to build the Burma Road in China. Their talks will 
be illustrated by motion pictures. A. F. DeFarrari, district 
traffic agent, New Haven Railroad, is chairman of the com- 
mittee on arrangements. 





The Fort Wayne, Ind., Transportation Club will hold a 
monthly dinner meeting March 25. There will be a program 
of entertainment. 





Members of the men’s and women’s Traffic Clubs of New 
Orleans took part in a radio quiz program broadcast March 
7 over station WWL. The women’s team was composed of Wini- 
fred Talley and Florence Magill, and the men’s club was repre- 
sented by E. B. deVilliers and W. H. Wynne. 





R. T. Blanchard, traffic manager, 
Public Service Company of Colorado, 
is the new president of the Traffic Club ° 
of Denver. At the recent meeting at 
which he was elected, the following 
were chosen to serve with him: First 
vice-president, H. L. Holmes, general 
agent, Milwaukee Road; second vice- 
president, A. G. Winter, assistant gen- 
eral freight agent, Denver and Rio 
Grande Western Railroad; secretary- 
treasurer, E. R. Haskins, traveling 
freight and passenger agent, Illinois 
Central Railroad; members of the 
board of directors, E. B. Burnside, gen- 
eral agent, Colorado and Southern; 
A. E. Upton, general agent, Missouri 
Pacific; L. W. Houseman, commercial 
agent, Norfolk and Western; L. R. Schramm, general freight 
agent, Chicago, Burlington and Quincy Railroad. The club held 
a dinner meeting at the Denver Dry Goods Tea Room, March 11. 








Dr. J. E. Williams, educator, spoke on “Airplanes of To- 
morrow” at an aviation night dinner meeting of the Pacific 
Traffic Association of San Francisco March 9. Major E. F. 
Smith was chairman. 





The South Bend, Ind., Transportation Club will hold a 
party at the Indiana Club, March 18, at which Countess Marie 
Pulaski, daughter of a member of the British Intelligence 
Office, will speak on “Fighting the Nazi Spy System.” Din- 
ner will be served. 





The Traffic Club of the Lehigh Valley will hold a monthly 
meeting, March 15, at the Hotel Bethlehem, Bethlehem, Pa. 
Dinner will be served. The film, “Steel for the Armed Forces,” 
will be shown by arrangement with the Bethlehem Steel Com- 
pany. Stanley Harter, chairman, nominating committee, will 
announce the committee’s selection of candidates for election 
to office. The annual election will be held at the April meeting. 





At a meeting of the Metropolitan Traffic Association of 
New York, March 11, Charles H. Trayford, East Coast Freight 
Lines, spoke on “General Changes in O. D. T. Orders.” The 
film, “See America First,” was shown by arrangement with the 
Greyhound Corporation. At a forum meeting to be held March 
25, John W. Peterson, Rock Island System, will speak on, 
“Changes and Interpretations of the Classification Rules.” 





The Junior Traffic Club of Metropolitan St. Louis will hold 
a Perfect Shipping Month meeting at the Hotel De Soto April 
7. The speaker will be Robert J. Bayer, assistant editor, the 
Traffic World, Chicago. 





GENERAL MOTORS SALVAGE RECORD 

General Motors truck and coach factories at Pontiac, Mich., 
shipped out a total of 43,553,210 pounds of salvaged scrap ma- 
terials in 1942, 47 per cent more than in any other previous 
year, according to an announcement by I. B. Babcock, Gen- 
eral Motors president. Of the total, more than 41,000,000 
pounds were iron and steel and the remainder was aluminum, 
copper, brass, lead, zinc, rubber, cardboard, trim shop ma- 
terials, and a wide variety of other items. The Pontiac salvage 
did not include much material salvaged for reuse by the cor- 
poration nor large quantities of scrap collected by suppliers, 
branches and dealers. The corporation’s lumber salvage de- 
partment, organized in August, 1942, collected and disbursed 
for use more than 1,000,000 board feet of lumber up to the 
end of the year, representing a saving of 41 carloads of that 
material. President Babcock gives much of the credit for the 
record to a salvage campaign launched among General Motors 
employes in the summer of 1942. 






























































Questions and Answers 


commerce law, who is @ member of our spe 

otal service department, will give his opinion in answer to any sim- 

ple question relating to the law of interstate transportation of 

freight. The same man, with long experience and wide knowledge, 

will answer questions relating to practical trafic problems. We do 

a ee 
work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 

from nonsubacrivers. 
Address Questions and Answers Vepartment, 
Trafic Service Corporation, Harle Building, Washington, D. O. 


Liability of Carrier Where Tariff Provision Required Loading 
and Unloading by Consignor and Consignee 


Michigan.—Question: You dealt with carrier liability dur- 
ing unloading with assistance from consignee’s employes in your 
reply to Alabama, November 14th issue, page 1191, and again 
in the light of rule 21 of the National Motor Freight Classifica- 
tion, in your reply to Illinois, issue December 12th, page 1431, 
under the caption “Liability of Motor Carrier for Injury to 
Shipment Where Consignee’s Employe Assists Unloading.” 

We would like if possible, an elaboration of this answer 
and your opinion as to whether liability attaches to a carrier 
on a shipment transported under the terms of that carrier’s 
tariff, which tariff contains an item reading “rates published 
herein apply only on such articles as can ordinarily be handled 
by one man. If single pieces of such require more than one man 
for loading or unloading, the consignor or consignee shall fur- 
nish any number of men needed and shall assum full responsi- 
bility for the loading or unloading.” 

You will note, of course, that rule 21 of the National Motor 
Freight Classification, does not designate the location of lia- 
bility in the case of damage suffered to shipment, while being 
delivered by the carrier, with the aid of a loaned servant. 

We think this item would transfer the liability under such 
circumstances, to the consignee. Are we correct? 

Answer: In the answer to which you refer, we expressed 
the opinion that there could be no divided responsibility as be- 
tween carrier and consignee for injury to goods while being 
delivered by the carrier, where the consignee furnishes assist- 
ance to the carrier for such deliveries. 


It seems apparent that the carrier having undertaken the 
transportation of the goods, this transportation includes a de- 
livery to the consignee, in the absence of a tariff provision 
which requires the unloading of the goods by the consignee, 
without the participation of the carrier in the unloading. If, 
under the provision you set forth in your inquiry, the consignor 
and consignee and the carrier are required to load and unload 
goods, no liability for injury to the goods while being loaded 
or unloaded rests upon the carrier. 


Freight Charges—Application of Section 7 of Bill of Lading 
to Prepaid Shipments 


Arkansas.—Question: Please refer to your answer to Vir- 
ginia, on page 440 of the February 20th issue of the Traffic 
World, under the caption “Freight Charges—Liability of Ship- 
per Signing Stipulation Requiring Collection of at Time of De- 
livery Where Consignee Refuses Goods.” 


We understand the question here with the exception of 
your interpretation of Section 7 of the Bill of Lading, which 
was executed in this case by the consignor. Are we correct in 
understanding that, since the consignee did not accept delivery 
of the car, the matter of freight charges rests between the con- 
signee and the shipper? Please advise if, in this case, the con- 
signee had actually accepted the shipment and unloaded same 
but did not pay the correct freight charges, the carrier could 
come back on the shipper and demand such charges if the latter 
signed Section 7 of the Bill of Lading. 


We are a bit confused regarding the above and shall appre- 
ciate your early advice. 

Answer: So far as the carrier is concerned, we are of the 
opinion that the carrier may look to the shipper for its freight 
charges where goods are refused by the consignee, even though 
the shipper has executed the no recourse provision of the bill 
of lading, as provided for in Section 7. The shipper, as the 
party who entered into the contract of shipment with the car- 
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rier is primarily liable for the freight charges. The consignee 
becomes liable only upon acceptance of the goods. 

As to whether, in the event the consignee accepts the goods, 
the shipper or consignee is liable for an undercharge, where 
the shipper executes the no-recourse provision, see Our answer 
to Oklahoma, on page 50 of the July 4, 1942, Traffic World, 
under the above caption, wherein we set forth our views with 
respect to this question. 

In the decisions of the courts in which this question was 
involved, opposite conclusions were reached. In Chicago & 
Great Western Ry. Co. vs. Hopkins, 48 Fed. Supp. 60, it was 
held that delivery to and acceptance by the consignee of a ship- 
ment under a uniform bill ot lading in which the no recourse 
clause was executed, and the prepay clause filled in to indicate 
that freight charges in a specihed amount were prepaid, dis- 
charged the consignor trom any liability for an undercharge. 

In Baltimore & Ohio R. Co. vs. Illinois Steel Co., 46 N. E, 
(2d) 144, it was held that where the carrier insists on the 
prepayment of its charges, the shipper cannot, by signing the 
no recourse clause providing that tne carrier shall not make 
delivery of the shipment without payment of freight or all 
other iawtul charges, avoid its obugation to pay all of the 
charges, and if through some mistake all of the charges are not 
collected in advance, the liability of the shipper to pay persists, 


Perishables—Liability of Motor Carrier 


New York.-—Question: Please give us your opinion as to 
whether or not this would be a transportation liability. 

A shipment was delivered to us January 6th, consisting of 
33 cartons of toilet preparations. We could not deliver the 
siupment tor the reason that the consignee’s place was down- 
town 1n a congested area, and the goods had to be taken up 
uwo lughts into an office building. ‘she 10th was Sunday ana 
aellvery was made on Monday, the 11th. 

‘there was nothing on the bill of lading to show that the 
inerchandise was of a perishable nature or liable to treeze. 
aneretore, shipments that were for war and defense plants 
were given preference. 

Wwe would like your comments on this as promptly as 
possible. 

Answer: Whether or not, in a given instance, the shipper 
is entitled to refrigeration or heater service for shipments of 
perishable goods is dependent upon whether or not this serv- 
ice is held out under the carrier’s tariffs. 

See Slinn Co., Inc., vs. American Ry. Express Co., 220 N. 
Y. S. 391, in which case the court held that in an action against 
an express company for damages to shipments of cut flowers 
in interstate commerce under contract expressly excepting 
perishables, the burden was on the shipper to prove the loss 
occurred without the shipper’s fault and as a result of the un- 
reasonable conduct of the carrier. 

Other cases hold that a railroad by its contract to carry 
safely does not insure perishable freight against the effect of 
temperature encountered by it during the period ordinarily 
required by it for transportation, unless the circumstances un- 
der which the contract of carriage is made are such as imply 
an undertaking to that effect on the part of the carrier, or that 
there are tariff provisions which specifically authorize such 
contract of carriage. See Brenninson vs. P. R. R. Co., 110 
N. W. 362; Pacific Fruit & Produce Co. vs. Northern Pacific, 
186 Pac. 852; Clements vs. D. & R. G., 219 S. W. 660. 

A carrier is not an insurer of the arrival of perishable 
freight in good condition, but is liable only for failure to use 
reasonable care, since such freight deteriorates from causes 
not within the carrier’s control. Penna. R. Co. vs. Walker, 
128 Atl. 45; Fean vs. Alabama Great Southern Ry. Co., 159 
N. E. 487; Tri-State Fruit Growers’ Association vs. St. Louis- 
S. F. Ry. Co., 264 S. W. 445. 

A carrier has the burden of showing that it was not re- 
sponsible for damages accruing to perishable goods delivered 
in good condition to the carrier by the consignor and received 
in bad condition by the consignee, in that the necessary pre- 
sumption is that there had been negligence on the part of the 
carrier. C. & O. Ry. Co. vs. W. C. Crenshaw & Co., 138 S. E. 
467; Dye Produce Co. vs. Davis, 204 N. W. 228; Mo. Pac. Co. 
vs. American Fruit Growers, Inc., 260 S. W. 39. 

A shipper suing for damages to perishable freight had the 
burden of proving the carrier’s negligence, but establishes 4 
prima facie case thereof by evidence tending to show delivery 
to the carrier in good condition and delivery by the carrier t0 
the consignee in bad condition. A. Rouw Co. vs. St. L.-S. F. 
Ry. Co,. 290 S. W. 936; American Ry. Express Co. vs. A. RouW 
Co., 294 S. W. 461; Fean vs. Alabama Great Southern Ry. C0. 
159 N. E. 487. ; 

There appears to be no ground for holding the carrie! 
liable in the present instance, if no notice was given the Ccal- 
rier of the susceptibility of the goods to freezing, even though 
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the carrier holds itself out to transport perishable goods and 
to furnish protection from freezing for such goods. 


Freight Shipped Subject or Not Subject to Uniform Bill of 
Lading Conditions 


Nevada.—Question: Will you kindly explain the difference 
between a “limited liability” and a ‘“‘common carrier’s liability” 
service as referred to in rule 1, paragraph (b), of the Con- 
solidated Freight Classification ? 

Answer: On pages 679, 680 and 681 of its opinion in 
Docket 4844, 52 I. C. C. 671, the Commission shows the dis- 
tinction between the liability of the carrier when goods are 
carried subject to all the terms and conditions of the uniform 
pill of lading and its liability when the shipper elects not to 
accept all of the terms and conditions thereof. 

Strictly speaking, goods delivered to a carrier for trans- 
portation are never carried at owner’s risk. 

However, the carrier’s liability is restricted to a certain 
extent under the terms and conditions of the uniform bill of 
lading, and this is the basis of the option which is offered the 
shippers under the provisions of rule 1 of the Consolidated 
Classification to ship his goods at rates which apply when the 
goods are carried subject to the terms and conditions of the 
uniform bill of lading or at the rates which apply when the 
carrier’s liability is limited only as provided by common law 
and by the laws of the United States and of the several states 
in so far as they apply. 

Provisions of the uniform bill of lading which are modifi- 
cations of the common law liability of the carrier are con- 
tained in section 4. 


Limitation of Actions—Misrouting 


Alabama.—Question: A claim for overcharge resulting 
from misrouting was seasonably filed with carriers, namely, 
within one year subsequent to date of delivery of shipment. 
Carriers delayed investigation and we only recently received 
report after claim had been in course of handling by initial 
carriers Over a year and now the auditor of overcharges declines 
refund on the ground that payment is barred by the two-year 
statute of limitation. 

It is true we neglected to file claim with the Interstate 
Commerce Commission to prevent the running of the statute. 
We would appreciate your advising us whether the carrier’s 
position is correct and whether or not we now have any re- 
course. In other words, can carriers indefinitely delay handling 
of claims for misrouting until after the two-year period and 
then refuse settlement through our failure to present to the 
Commission ? 

Answer: While paragraph 3, of section 16, of the Interstate 
Commerce Act contains, in subdivision C thereof, a provision 
extending the time for filing an overcharge claim for six 
months from the date the claim is declined by the carrier, 
there is no such provision with respect to claims for misroute 
which, although considered as akin to overcharge claims, are 
not subject to the three-year period of limitation provided for 
in subdivision C of paragraph 3 of section 16 of the act, but 
the two-year limitation period prescribed in subdivision B 
thereof. See Brown Coal Company vs. Director-General, 87 
LC. C. 130: Gwinn Bros..& Co. vs. C. & 0.,.56: LC. C..298: 
Your claim, therefore, under the decision of the Supreme Court 
of the United States in Philip vs. Grand Trunk Western Rail- 
way Company, 235 U. S. 662, is barred at the present time, 
the lapse of time having destroyed the liability of the carrier. 


Transit—No Duty Resting Upon Carrier to Advise Shipper 
That Joint Through Net Rate Not Applicable Via Transit Point 


_ Maryland.—Question: A bulk shipment of oat feed is 
shipped from an Ohio point via carrier “A” to a New York 
point for milling in transit. It was subsequently forwarded via 
carrier “B” to a milling point on carrier “C” for remilling. The 
millers ordered that part of the shipment which was milled, 
forwarded to a point beyond the latter line and executed a 
bill of lading to this effect, expecting to be accorded the benefit 
of the through rate, plus transit charge, from point of origin 
to ultimate destination. However, the through rate does not 
apply from points on carrier ‘A’ except to local stations lo- 
cated on carrier “C,” and as shipment was billed to an ultimate 
destination served by another carrier, it became necessary to 
assess joint rates thereon to and from the point milled. 

The millers contend the agent should have notified them 
the shipment could not receive the benefit of the through rate 
and that his failure to do so makes the carrier responsible for 
the additional charges. This appears to be an implied misquota- 
tion of rates, as it is their contention that by the agent’s accep- 
tance of the bill of lading, they inferred the through rate could 
apply. Are not the shippers also charged with presumed knowl- 
edge of the facts and rates applicable, as well as the agent? 
Answer: While we do not locate an opinion of the Commis- 
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sion so holding, it is our opinion that there is no duty resting 
upon a carrier to advise a shipper that the joint through rate 
from point of origin to point of final destination is not appli- 
cable via the second milling point. This for the reason that 
transit does not necessarily presuppose the application of a 
joint through rate on the shipment, although transit is, as a 
general rule, associated with the application of a_ specific 
through rate which is usually less than the sum of the interme- 
diate rates to and from the transit point. 


Tariff Interpretation—Application of Rule 20 of Classification 


New Jersey.—Question: When a shipment of a complete 
machine or plant is forwarded and the different articles com- 
prising the complete machine or plant are listed separately on 
the bill of lading or freight bill, and these different articles 
take different ratings, is not the shipper entitled to the separate 
ratings for each of the articles shipped in the event that they 
make lower charges than those which would accrue under a 
strict application of Rule 20, the Consolidated Classification ? 

By way of illustration, we have in mind a machine along 
with which is shipped ordinary pipe in bundles, bolts and nuts 
in boxes and various other articles, the separate ratings for 
which are lower than the machinery rate, less-than-carload. 


Answer: In Campbell Heating Company vs. A. T. & S. F. 
Ry. Co., Unreported Opinion A-749, this question was before 
the Commission. In this case the Commission said: 


In the matter of the Suspension of Western Classication No. 51, 
25 I. C. C. 442, we considered Rule 15 of the Classification, which 
reads: ‘‘Parts or pieces constituting a complete article received as 
one shipment will be charged at the rating provided for a complete 
article.’’ In reference thereto, at page 487, we said: 

“If the new rule is construed to mean that one shipment is offered 
under one bill of lading, we do not think that valid objection can 
be made to it. If, however, it is construed so as to deny to a shipper 
the right of shipping, for instance, iron bars which happen to be a 
part of some machine as iron bars under a separate bill of lading, 
we think that such an interpretation would be unwarranted and un- 
justly discriminatory. If a shipper is willing to go to the trouble 
of separating a ‘completed article’ into its constituant parts and meet 
the established shipping requirements with reference to each part, we 
see no reason why he should not do so and we do not think that he 
can lawfully be prevented from exercising his choice in that direction. 
On the other hand, if all the pieces constituting a completed article 
are offered as one shipment, under one bill of lading, the freight 
charge should be calculated upon a rating for the completed article.’’ 


MEXICAN FRUITFLY QUARANTINE 


The Mexican fruitfly quarantine regulations have been 
modified by extending the harvesting season for oranges and 
grapefruit in the Texas counties of Brooks, Cameron, Hidalgo, 
and Willacy to the close of May 31 for this year, on condition 
that sterilization by approved methods be required for oranges 
and grapefruit if there is a risk of the spread of the fruitfly, 
says the U. S. Department of Agriculture, adding: 


The harvest season normally closes under the regulations on April 
30 except that grapefruit harvest in the counties of Dimmit, La Salle 
and Webb ends on the last day of February, and no modification was 
made in the harvest season in those counties. The harvest season 
begins on $\«ptember 1 each year. A fruit-free period is maintained 
during the summer months for the purpose of preventing the build-up 
of infestations in the lower Rio Grande Valley. 

In view of light infestation of these flies in the lower Rio Grande 
Valley at this time. and since sterilization of fruit as a condition of 
movement from tke Valley will be required if necessary, it is believed 
that little additional risk of disseminating fruitflies is involved in 
extending the shipping season. Further factors influencing this de- 
cision include point rationing (the effect of which is to divert more 
fruit to shipment in the fresh form), labor needs of other industries, 
and transportation requirements. 


N. J. TRUCKERS ANNUAL MEETING 


The annual meeting of the New Jersey Motor Truck Asso- 
ciation will be held at the Hotel Robert Treat, Newark, March 
22. Robert Jackson, president of the association, will preside. 
Committee reports will be considered and directors elected. 
C. Warren Stapleton, national transportation representative of 
the War Manpower Commission, will speak on manning tables 
and replacement schedules for the motor transport industry 
and commission-guided training programs for employe re- 
placements. 


INTERCHANGE OF FREIGHT AT BOSTON 


At the request of the War Department, the Maritime Com- 
mission has extended to May 12 the time allowed for the estab- 
lishment of a wharfage charge on railroad freight pursuant to 
the commission’s decision of Nov. 12, 1942, in No. 617, Inter- 
change of Freight at Boston Terminals. 
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With the increased regulation of the transportation in- 
dustry by the government, traffic men—carriers, shippers 
and consignees—are continuously running into new prob- 
lems. This has created a real need for a reference book 
that gives information about the regulatory laws, about 
court decisions that interpret these laws, about the com- 
missions and their personnel that administer the laws and 
about the men who practice before these bodies. It is to 
meet this need that the NATIONAL GUIDE OF ATTOR- 
NEYS AND PRACTITIONERS has been published. 


WHAT IT CONTAINS 


Attorneys: Geographical list of counsel before Federal 
and State Administrative Tribunals, the Interstate Com- 
merce Commission and the Maritime Commission. 

Practitioners: Geographical list of Practitioners before 
the Interstate Commerce Commission and the Maritime 
Commission. 

Legal Staff of Carriers: Attorneys on the staff of the 
railroads and motor lines. 

Biographical Data: Counsel specializing in practice be- 
fore federal and state administrative tribunals. 

Regulatory Commissions: State and Federal regulatory 
boards and commissions with members. Regional offices, 
District Directors. Members of the House and the Senate 
Committees on Interstate Commerce. 

State Transportation Laws: Digest of state laws affect- 
~~ and air transportation. 

igest of Court Decisions: Important Shipping, Loss and 
Damage, and Miscellaneous Court decisions on traffic. 

Questions and Answers: Authoritative answers to 151 

traffic questions. 


BACKED BY 35 YEARS’ EXPERIENCE 


The new NATIONAL GUIDE OF ATTORNEYS AND 
PRACTITIONERS is published by TRAFFIC SERVICE 
CORPORATION, which has had 35 years’ experience in 
the traffic field as publishers of TRAFFIC WORLD and 
associated publications. This is your assurance that the 
GUIDE is accurate, practical and authoritative. 


SPECIAL FREE EXAMINATION OFFER 


Without any cost or obligation on your part we will be 
glad to send you, postpaid, a copy of the NATIONAL 
GUIDE which was published in mid-1942 and a FREE 
copy of the new 24-page SUPPLEMENT that has just been 
published to bring it up to date. Get a copy of the GUIDE 
and examine it—use it—and then decide for yourself just 
how valuable it is. If after using it you decide you want 
to keep it approve our invoice for $5.00—just half the 
regular price. However, if, for any reason, you are not 
satisfied return them and that will end the matter. 


TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago 
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Personal Notes 





G. G. Early, traffic vice-president, Wabash Railroad, died 
in Florida, March 8, following an emergency operation. 





Henry J. Einerman and Hubert C. Magee have been 
appointed freight traffic manager and assistant traffic manager, 
respectively, for the United Fruit Company, at New York. The 
appointments will not conflict with the duties of A. J. Brady, 
who will continue to have supervision over rate structures, 
tariffs, and conference matters, also with the title of freight 
traffic manager. 





Lee R. Wilson has been appointed assistant general freight 
agent at Chicago for the Wabash Railroad, succeeding R. C, 
Riedinger, who resigned. John W. Wack has been appointed 
division freight and passenger agent at Omaha. 





J. Raymond Bell, formerly with Metro-Goldwyn-Mayer 
Pictures and its Loew chain of theaters, in advertising and 
Publicity work, has been appointed director of public relations 
of Pennsylvania-Central Airlines. 





Joe L. Heath, formerly with the Inter-State Motor Freight 
System at Lansing, Mich., has been commissioned a major in 
the U. S. Army and is stationed at the army district transporta- 
tion office at Philadelphia. 





W. F. Canova has been appointed district freight agent for 
the Seaboard Air Line Railway at Tallahassee, Fla. T. J. 
Lamar has been appointed commercial agent, and A. R. Pitts, 
traveling freight agent, both at Columbus, Ga. 





J. C. Sipe has been appointed freight traffic agent for the 
Nashville, Chattanooga and St. Louis Railway at Nashville, 
Tenn., succeeding E. O. Dennedy, who died. Charles E. Murray 
has been appointed freight traffic agent at Chattanooga, Tenn. 


D. C. Whitmore, 





































traffic manager, 





Oldsmobile division, 
General Motors Corporation, died at his home at Lansing, Mich., 
March 11, following a brief illness. He had served as traffic 

@ manager for Oldsmobile for 23 years. 





G. R. Hurd has been appointed superintendent of fire 
prevention, and P. H. Everett, assistant superintendent, at 
Chicago, for the Illinois Central, in connection with the reorgan- 
ization and enlargement of the system’s fire prevention depart- 
ment. The road’s approximately 450 special agents and 
traveling representatives will have fire prevention duties under 
its new program. 





At an educational night meeting of the alumni association 
of the College of Advanced Traffic at the Skyline Athletic Club, 
Chicago, March 16, H. V. Brown, an alumnus, will discuss his 
experiences in helping in the construction of the Burma Road 
in China. There will be a quiz program. Dinner will be served. 
A sports night meeting will be held April 20, and the annual 
smoker will be held May 21. 





C. Jepsen has been appointed mechanical inspector, with 
supervision over maintenance of passenger motor cars and 
diesel equipment, for the Chicago, Burlington and Quincy Rail- 
road, at Chicago. 





Joseph R. Lyons, Gallagher and Ascher Company, was 
elected president of the alumni association of the Freight 
Traffic Institute at its annual meeting held at the Midland 
Hotel, Chicago, March 10. Others elected include: Vice-pres- 
ident, Carl T. Vind, Acme Fast Freight; secretary, Walter C. 
Pechtel, A. L. Strachan and Son; treasurer, Walter M. Kozak, 
Belt Railway of Chicago; members, board of directors, George 
N. LeMaire, Michigan-Interstate Motor Freight, Inc., chairman; 
L. H. Provis, dean of faculty of the institute; Edward J. 
Janesch, Central States Motor Freight Bureau; Fred B. Bush, 
Spiegel, Inc.; Jerrol A. Reed, Universal Carloading and Dis 
tributing Company. 


COASTAL TANK LINES’ ADVERTISEMENT 
The Philadelphia Art Directors Club has designated the 
Coastal Tank Lines’ advertisement, “A Star Is Born,” one 0 
the outstanding advertisements of the last 12 months. As 4 
recognition for merit, the truck company’s advertisement has 
been placed on exhibit in the club’s annual show, currently held 
at the Parkway Art Museum, Philadelphia 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 


1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to ome public notice of 
all —— received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each ony Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of cha the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 





Suspended tariffs, embargo notices, fourth section 


applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 
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Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric Wort. New 





aud postponements announced too late to show the change in this 
docket will be noted elsewhere. 


March 15—Boston, Mass.—Manger Hotel—Examiner Higgins: 
MC F-2043—Beacon Fast Freight Co., Inc., purchase, L. J. Bateman, 


March 15—Brooklyn, N. Y.—St. George Hotel—Examiner Roberts: 
MC 48957 Sub. 2—Crown Motor Freight Co., Paterson, N. J., certif- 
cate to extend operations. 


March 15—New Orleans, La.—Hotel Jung—Examiner Archer: 
1. & S, 5180—Grain proportionals to La. 
Fourth Section Appl. 20135—Proportional grain rates to La. 


March 15—Oklahoma City, Okla.—Skirvin Hotel—Examiner Disque: 
Fourth Section Applis. 19864 and 19906—Blackstrap molasses from 
Tex. ports to the west—Blackstrap molasses to Okla. and Ark, 
March 15—San Francisco, Calif.—St. Francis Hotel—Examiner Armes: 
W-328—Bay and River Navigation Co., common and contract carrier 
application. 
March 15—Soda Springs, Ida.—Enders Hotel—Jt. Bd. 49: 
MC 263 Sub. 15—Garrett Freightlines, Inc., Pocatello, Ida., certificate 
to extend operations. 
March 15—Washington, D. C.—Argument: 
Finance 10294—C. I. & L., reorganization. 
March 15—Washington, D. C.—Commissioner Aitchison: 
1. & S. 5151—Consolidation of shipments by freight forwarders. 
1. & S. 5152—Books, drugs and cotton goods, New York to Chicago, 
1. & S. 5154—Commodities, New York, N. Y., to Cleveland, Ohio. 
28894—Consolidation of shipments by freight forwarders. 
28896—Forwarder rates conditioned upon aggregates of tonnage. 
28897—Proportional rates of freight forwarders. 


March 16—Brooklyn, N. Y.—St. George Hotel—Examiner Roberts: 
MC 94297 Sub. 1—S. Bershadsky, Brooklyn, N. Y., certificate to 
extend operations. 
March 16—New Orleans, La.—Jung Hotel—Examiner Archer: 
28572—Rickert Rice Mills, Inc., et al. vs. A. & S. et al. 
March 16—Oklahoma City, Okla.—Hotel Skirvin—Examiner Disque: 
1. & S. 5128—Three way rule on grain. 


March 16—San Francisco, Calif.—St. Francis Hotel—Examiner Armes: 
28891 and Sub. 1—Crown Zellerbach Corp. vs. Luckenbach S. S. Co., 
Inc. 


March 16—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 103292 Sub. 2—Oak Harbor Transfer Co., Oak Harbor, Wash. 
certificate to extend operations. 
MC 104211—R. C. Marks, Everett, Wash., certificate. 
March 16—Washington, D. C.—Argument: 
Finance 13799—Un. Pac. abandonment. 
Finance 13804—Dubuque & Sioux City et al. abandonment. 


March 17—Brooklyn, N. Y.—St. George Hotel—Examiner Roberts: 
MC 79007—American Motor Freight Lines, New York, N. Y. 
1. & S. M-2173—Furniture, toys, machines, etc.—N. Y. to Conn., N. J. 
and N. Y. 


March 17—Memphis, Tenn.—Peabody Hotel—Commissioner Miller ané 
Examiner Howell: 


26712 et al.—Rail and barge joint rates. 


March 17—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
MC 59789 Sub. 1—Pleasant View Auto Freight, Spokane, Wash. 
certificate to extend operations. 


March 17—St. Paul, Minn.—Hotel Lowry—Examiner Hall: 
28893—Great Lakes Coal and Dock Co. vs. G. N. et al. 
March 17—Washington, D. C.—Examiner Mayo: 
MC 104077—J. N. Smith, Frederick, Md., certificate. 


March 18—Chicago, I!1.—Morrison Hotel—Examiner Trezise: 
28881—Bituminous coal rates within [linois. 
1. & 8. 5139—Coal to Beloit, Wis., and northern I[linois. 
2888s—Middle States Fuels, Inc., vs. A. T. & S. F. et al. 


March 18—Dallas, Tex.—Baker Hotel—Examiner Disque: 
Fourth Section Appls. 19789 and 19894—Lumber to Texas—Commodl 
ties from Louisiana to Texas. 
March 18—Des Moines, la.—Hotel Kirkwood—Examiner Myers and Jt. 
Bd. 92: 
MC 63542 Sub. 1—J. D. Armstrong Co., Ames, Ia., certificate to ex 
tend operations. 
MC 100726 Sub. 2—Hoffman Transfer, Atlantic, Ia., certificate t0 
extend operations. 


March 18—Portland, Ore.—Multnomah Hotel—Examiner Olentine: 
1. & S. M-2119—Potato chips in Pacific northwest. 


March 18—Portland, Ore.—Multnomah Hotel—Jt. Bd. 81: 

MC C-352—Bell Potato Chip Co. vs. Aberdeen Truck Line et al. 
March 18—Scranton, Pa.—Casey Hotel—Jt. Bd. 42: 

MC 52776—Transcoal, Inc., Clarks Summit, Pa., certificate or permit 
March 18—St. Paul, Minn.—Hotel Lowry—Examiner Hall: 

1. & S. 5178—Agricultural implements, Twin Cities to N. D. 
March 19—Chicago, !!l.—Hotel Sherman—Examiner Hall: 
FF 49—Westland Forwarding Co. 
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: ~ ils FOR THE K.P 


N CHICAGO’S near southwest side there’s a 

place that is as busy as a bargain basement on 
sale day. It is “North Western’s” Wood Street 
Terminal Potato Yard. 


The area might well be called the distributing cen- 
ter for the “Four F’s”—Fighting Foods for Fighting 
forces. Not only is it the world’s largest potato 
yard; it is also a depot for other vegetables—onions, 
cabbages, rutabagas. But their stay is brief. America 
and her uniformed boys must be fed—and soon a 
generous Share of these foods is transferred to 
camps to become wholesome, tasty ‘‘chow.”’ 


America’s fighting forces are the best fed in the 
world. “North Western’s” job, as well as that of 
all other American railroads, is to help keep them 





so. Trainloads of food follow them wherever they 
go—a swift, uninterrupted movement of meats, 
fruits, vegetables and dairy products. Even the “hot 
dogs” that made the hazardous trip to the African 
Front might well have begun the first leg of their 
journey on a “North Western” train. 


The transportation of food is only one of “North 
Western’s” war jobs. Moving men is another; haul- 
ing weapons and the materials from which they are 
made, still another. We are eager and proud to 
serve. But the extent to which we can do our job de- 
pends largely on our ability to obtain an adequate supply 
of materials to keep our equipment in perfect condition. 


Uncle Sam always comes first. When he commands, 
we obey. 


CHICAGO and 


NORTH 
WESTERN 


LINE 


SERVING AMERICA IN WAR AND PEACE FOR ALMOST A CENTURY 
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PEORIA GATEWAY —ALWAYS OPEN 


PFORIA-GATEWAY 


PEORIA ZPEKIN 
UNION 
RY 


Outgoing or incoming shipments, both must now be 
delivered “as soon as possible.” That being the case, 
one thing to do is to route them so as to reduce 
the number of interchanges to a minimum, via 
points where interchanges will be made as quickly 


as possible. 
P. & P. U. Ry. 
and Peoria, Illinois 


routing gives both advantages. 


Fourteen trunk lines radiating from the P. & P. U. 
Ry. reach every corner of the country. In many 
instances on a cross-country haul two trunk lines and 
P. & P. U. Ry. will get your freight to destination. 


Speed and care in handling have been P. & P. U. 
Ry.’s business for sixty-odd years. 


Because our equipment is kept up, because our 
personnel is willing and because we have a good 
geographical location we have been able to cut inter- 
change time, again and again—but never at the cost 
of careful handling. So, when freight moves via P. & 
P. U. Ry. we “keep it rolling.” Write for informa- 
tion to E. F. Stock, Traffic Manager, 


and, Buy War Bonds 


PEORIA AND PEKIN 


UNION RAILWAY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 


Peerla & Pekin Unien Ry.; Ch 

Ry.; Chieago & Illinols Midiand Ry.; illinols Terminal Railroad Co.; Inland W 

Corp.; Minaeapolis & St. Lowls R. R.; Alton Raliroad; Atehison, Topeka & Santa 

IMinels Central R. R.; Pennsylvania Ralireed; Peoria Terminal R. R.; Chi 

& Quiney Rallread; New York, Chicage & St. Louls Raliroad; Cleveland, 
Chieage & St. Louls Ry. (Peoria & Eastern); Teledo, Peoria & Western 


£d 














leago, Reck Isiand & Pasifie Ry.; Chieago & North Western 


agton 
Cincinnati, 
R. R. 


RA, 














March 19—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 92: 
MC 42614 Sub. 11—C. & N. W. Ry. Co., Chicago, Ill., certificate to 
extend operations. 





TRAFFIC WORLD 


March 19—Los Angeles, Calif.—Fed. Bldg.—Examiner Armes: 

28821—Western Growers Protective ‘Assn. vs. A. & R. et al. 
March 19—Portland, Ore.—Multnomah Hotel—Examiner Olentine: 

1. & S., M-2122—Bags, beer, etc., between Wash. and Ore. points, 
March 19—Scranton, Pa.—Casey Hotel—Examiner Roberts: 

1. & S. M-2195—Petroleum products from and to Pa. and N. J. points, 
March 19—Shreveport, La.—Washington Youree Hotel—Exam. Archer: 

1. & S. 5171—Less-carload class rates between Ark. and La. 

1. & S. M-2184—Less truckload class rates between Ark. and La, 
March 19—Washington, D. C.—Examiner Romero: 


No. 


No. 


No. 


* Finance 14114—Joint application of Erie, New York & Greenwood 
Lake, Caldwell and Roseland for an order approving and ay. 
thorizing sale to and purchase by Erie of properties of the three 
companies last named, located in N. J. 

March 20—Chicago, IIl.—Sherman Hotel—Examiner Hall: 

Fourth Section Appl. 19477—Grain products from Ill. to Mich. 

March 20—Dallas, Tex.—Baker Hotel—Examiner Disque: 

1. & S. 5176—Transit in connection with Gulf water lines. 


March 20—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 146: 
MC 95125 Sub. 2—M. H. Firkins, Emmetsburg, Ia., certificate. 


March 20—Des Moines, la.—Kirkwood Hotel—Examiner Myers: 
1. & S. M-2198—Contract minimum charges of wood and fender. 


March 22—Birmingham, Ala.—Hotel Thomas Jefferson—Exam. Archer: 
28925—Samoset Cotton Mills vs. A. B. & C. et al. 


March 22—Chicago, IIl.—Hotel Sherman—Examiner Hall: 


& S. 5168—Commodities, New York, N. Y., to Chicago, Ill. 


March 22—Des Moines, !a.—Hotel Kirkwood—Examiner Myers: 
MC 72576—P. & W. Truck Lines, Albia, Ia. 


March 23—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Archer: 
* i. 


& S. 5199—Tar in southeast. 


March 23—Chicago—-Sherman Hotel—Examiner Hall: 
Rs 


March 23—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin: 
MC 29148 Sub. 2—W. H. Hicklin Motor Freight Lines, Columbia, S. C,, 
certificate to extend operations. 


March 23—Hope, Ark.—City Hall—Examiner Disque: 
28865—Tol-E-Tex Oil Co. vs. St. L. S. W. et al. 

March 23—Lewiston, Ida.—Fed. Bldg.—Jt. Bd. 169: 
MC 104175—Chapin Transportation Service, Lewiston, Ida., certificate, 
MC 96518—Twin City Buses, Lewiston, Ida., certificate. 


& S. 5197—Commodities between Chicago and Minn.-N. D. 





Digest of New Complaints 


28953, Netherland Shipping & Trading Committee, New York, N. Y., 
as agent of and on behalf of the Royal Netherlands Government 
vs. Erie Railroad Co. and The Wheeling & Lake Erie Railway Co. 
Complainant, as successor to the right, title and interest of 
Houten & Zonen, of Rotterdam, Holland, in steel bars and billets 
purchased by Houten & Zonen from Republic Steel Corporation, 
recites that the steel bars and billets in question were shipped in 
April, 1940, from Massillon, O., and Canton, O., to New York City, 
for export to Houten & Zonen, but that on May 12, 1940, ‘‘before 
it was possible through the exercise of due diligence to arrange 
for space for the exportation of the steel to Rotterdam,’’ Germany 
invaded Holland and exportation of cargo to that country became 
impossible. Complainant says that on or about Oct. 8, 1941, the 
U. S. government, through the Office of Export Control, requisi- 
tioned the steel, and that the Erie thereafter filed a claim, still 
pending with the Board of Economic Warfare, for underchargés 
representing the difference between the export rate originally 
charged and the domestic freight rate, to be paid by the com: 
plainant out of whatever compensation the complainant was en- 
titled to as a result of the requisitioning. That difference, com- 
plainant says, is $237.65. Complainant alleges such underchargés 
unjust and unreasonable; asks that defendant be ordered to walvé 
collection of undercharges. (Oliver B. Merrill, Jr., 48 Wall St. 
New York, N. Y.) 
28954, Kingan & Co., Indianapolis, Ind., vs. Baltimore & Ohio et al. 
Alleges that by limiting Indianapolis to a radius of 290 miles, 
in considering truck competition, while recognizing such competi: 
tion from Chicago up to 350 miles, as to their rates on fresh meats 
and packinghouse products, defendants are violating section 3 of 
the act. Complainant says that rates maintained by defendants 
on such products to various points in C. F. A. territory within 
350 miles of Chicago, authorized in I. and S. No. 4650 (237 I. C. ¢: 
525), are ‘“‘considerably below’? the normal railroad rate level: 
Asks cease and desist order, establishment in the future of ree 
sonable and nonprejudicial rates from Indianapolis to points 
Michigan, Ohio, Kentucky, western Pennsylvania and western West 
Virginia, or, in the alternative, cancelation of the reductions gro 
ing out of I. and S. 4650 and restoration of the rates from Chicas? 
and Indianapolis to the level in effect immediately prior to those 
reductions. (George Patterson Boyle, 10 S. La Salle St., Chicas® 
Til.) 
28955, Reliance Steel Products Co., McKeesport, Pa., vs. Baltimor® 
& Ohio Railroad Co. et al. 
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Rates on shipments of structural steel footwalks or area grat- No. 28956, American Radiator & Standard Sanitary Corporation, Pitts. 


ing, and galvanized fasteners or clips, between Philadelphia, Pa., burgh, Pa., vs. Atchison, Topeka & Santa Fe Railway Co. et al, 
and Texas City, Tex., from Feb. 14, 1941, to Oct. 6, 1941, in viola- Rates on molding sand, from points in the Albany, N. Y., dis. 
tion of section 6, or of sections 1, 2 and 3. Asks cease and desist trict, including Round Lake and Ushers,.N. Y., to Richmond, Caiif,, 
order, and reparation. (C. Peyton Collins, 207 Rauch Bldg., Craf- over the period of the two years last past, in violation of section 
ton, Pa.) - 1. Asks cease and desist order, reasonable rates, and reparation, 


(Benjamin S. Thomas, Box 1226 Bessemer Bldg., Pittsburgh, Pa.) 





— 
=—_= 





MERCHANTS MOTOR FREIGHT, INC. 


VVessELs of the McCormick fleet, pioneers in the in. x 


4.153 miles of tercoastal and coastwise services are now integral links in 


the nation’s wartime effort and while we cannot serve 
daily ser viee you directly as in past years, there will be a time when 
our ships return to resume handling your shipments 
with care and dispatch. 














DIVISION OF POPE 
- - AND TALBOT, INC, 





M®°CORMICK FAO Sissi 








Classified Advertising 


RATES: $1.00 a Line, Minimum 3 Lines 





HELP WANTED—Traffic Manager for established manufacturing 
Ms ay: company in the New York area. Prefer man who has had ten years or 
Tous Stab } more experience in warehousing, receiving and shipping as well as 

. — experience in handling traffic problems. College graduate or equivalent 
is desirable. Salary minimum $5,000. Box 104, Traffic World. 





POSITION WANTED—Experienced, responsible head of Traffic De 
partments, large concerns having nationwide carload and LCL distri- 
bution,. having prior carrier experience in transportation, auditing and 
traffic departments, and later engaged as practicing attorney before 
state commissions, Interstate Commerce Commission, Maritime Com- 
mission and the courts, desires permanent connection either as com- 
merce attorney or traffic executive, shipper or carrier. Draft exempt. 
Average income, $7,500 to $12,000 per annum. Box 105, Traffic World. 


MERCHANTS ——... 
MOTOR FREIGHT INC. minnesota 













Frisco is the transcontinental link—bor- a 


der to border, coast to coast—with - a 
service to, through and from Missouri, ce 
Arkansas, Oklahoma, Texas, Kansas, 







FRISCO FASTER FREIGHT 


f Tennessee, Mississippi, Alabama, Florida. 
BE Ze | a7 






NT MAIL PASSENGERS AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. 


PAA 


PUN AVE RICAN GRACE AMRYAAIYS 
CHRYSLER BUILDING NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno Aires, Argentina 


SERVING PANAMA + COLOMBIA . whadhabasiaitioden « PSR. BOLIVIA > CHILE + ARGENTINA  - BRAZIL 


